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7,405 MILES IN 133 DAYS 


(Night Letter) 


Spokane, April 12, 1915. 


Salt Lake Livery & Transfer Co., 
Salt Lake City: 

Six months ago we purchased a one-ton General Ve- 
hicle truck of Washington Water Power Company, this 
city. We have run it seven days a week, eighteen hours 
per day, steadily. Takes place of three teams. Has never 
caused us any delay. We are satisfied that it is the 


machine to. buy. 
PACIFIC TRANSFER COMPANY. 

























A: ONE-TON G. V. ELECTRIC RECORD BREAKER. 





The following is part of a letter sent us by the Vice-President of the Washington Water Power Company: 


s - In connection with this one-ton truck of the Pacific Transfer Company, | would advise that it’ has been 
in operation four months and eleven days, during which it has traveled 7,405 miles. It has cost them to date as 
follows for this service: 


WARTOTY -COPVICS: so cde ts hac cic chia css tee $327.31 
UNS Ae ol be bam Cees Sack Wek ob oti 42.40 
PRONG ..855 85.05 cho Race Rew es eek Canes 4.15 


“These figures and the telegram speak for themselves.” 


And we think they do, as this figures out’ 5.115 cents per mile. 


Warehousemen and Transfer Companies will gain much valuable information by writing 
Mr. J. M. Watkins, President and Manager of The Pacific Transfer Company, 
Spokane, Washington, or write us for Warehouse Data and Catalogue 104. 


GENERAL VEHICLE COMPANY, Inc. 


General Office and Factory: Long Island City, N. Y. 
BOSTON PHILADELPHIA 
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LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS. 


The National industrial Traffic League. 

Object—The object’ of this league is to 
interchange ideas concerning traffic mat- 
ters, to co-operate ,with the Interstate 
Commerce Commission, 
commissions and transportation compa- 
nies in promoting and securing better un- 
ducatanas ing by the public and the state and 
national governments of the needs of the 
traffic world; to secure proper legislation 


where deemed necessary, and the modifi- ’ 


cation» of present laws where considered 
harmful to the free interchange of com- 


merce; with the view to advance fair 
dealing and to promote, conserve and pro- 
tect the commercial and transportation 
interests. 

Headquarters—Tacoma Bldg., 5 North 
La Salle St., Chicago. 

Officers. 

BE, <Q, IN so Bik 645 bon. 6 os ole ve President 


Traffic: Commissioner, Toledo’ Com- 
merce Club, Toledo, Ohio. 

SERED ars a's eiete 0s etnias chs Vice-President 
Commissioner, Freight and Traffic 


Division, Chamber of Commerce, 
Indianapolis, Ind. 
Oscar F. Bell........ Secretary-Treasurer 


T. M. Crane Co., 836 South Michi- 
gan Ave., Chicago, IIl. 

David P. Chinblom........ Asst. Secretary 
6 North La Salle St., Chicago. 
National Implement and Vehicle Associa- 

tion. W. J. Evans, Freight Trf. Mer., 
‘American Trust Bldg., Chicago, IL. 
National League of Commission Merchants 
‘of the United States. John C. Scales, 
‘Pres., Chicago, Ill.; R. S. French, Busi- 
rok Manager, 90 West Broadway, New 
or / 


Northern Pine Manufacturers’ Associa- 


tion. H. S.. Childs, Secy., Minneapolis. 


Manufacturers’ Association, in charge of ~ 


traffic of industries located at Sterling 
and Rock Falls, Ill. 





a Sos Ncaws tbaeteck President 
H. H. Wood . Vice-President 
Ww. J. Burleigh. Secretary-Treasurer 
WG UE Me vo wea ss adore c Manager 


state railroad 


’ THe Traffic Club of New York. 


Sterling, Illinois. 

The Memphis Freight Bureau. L. R. 
Donelson,..Pres.; W. G. Thomas, Vice- 
Pres. ; James s. Davant, Commissioner, 
Memphis, Tenn. 

Traffic Bureau-.of Associated industries, 
Central.Manufacturing District. Knee- 
land’ Ball, Pres.; S..A. Smith, .Vice- 
Pres.; W. ‘E. Cullen, Secy. and. Traffic 
Director, Chicago. 


TRAFFIC CLUBS 


Ww, Cc. 
Hope, Pres.; €. A. Swope, Secy. 

Brooklyn ‘Traffic Club. Joseph Mi£ills, 
Pres.; Frank Rochambeau, Secy. 

Traffic Club of Kansas as Frank M. 
Cole, Pres.;.,Alfred A. Wild, Seey. 

Topeka Traffic Association. J. F. Haskell, 
Pres.; Samuel FE. Lux, Secy.-Treas. 

The Spokane Transportation Club. Chas. 
-- G. ret J. W. MacIntosh, 
ecy. . 3. 

The Traffic Club of Chicago. Fred Zim- 
merman, Pres.; W. H. Wharton, Secy. 

The Transportation Association of Chicago, 
= E, MacNiven, Pres.; W. G. Johnson, 
ecy 

The Traffic Club of Philadelphia. George 
J. Lincoln, Pres.; Don C. Hunter, Secy. 

The ‘Traffic ‘Club: of St. Louis. Oliver H. 
Greene, Pres.; W. S. Crilly, Secy.-Treas. 

The Traffic Club of Pittsburgh. Edward 
F. Lalk, Pres.; “D.-L. Wells, Secy. 

The Transportation ‘Club of indianapolis. 
cE. C. Merritt, Pres.; L. E. Stone, Secy. 

The Traffic Club of New England, Boston. 
Sam W. Manning, Pres.; C. A. Ander- 
son, Secy. 

The Transportation ‘Club of Louisville. 
7 8. Gray, ‘Pres. ; S.. J. «McBride; 
ec 

The Transportation Club of Toledo. E. 
D. Ryan, Pres.; Harry S. Fox, Secy. 

The Traffic. Club “of Baltimore. 
Ryley, Prés.; C. C. Kailer, Secy. 

The Traffic Club of Dallas. H. B. Lock- 
ett, Pres.; P. L. Wills. Secy. 

Denver ‘Commercial: Traffic’ Club. F. M. 
Andrews, Pres.; R. Flickinger, Secy. 


_ Los Angeles Traffic 


‘The Traffic Club of Fort Worth 
as Frank 


Washington Traffic Club. D. M. Fisher, 
Pres.; W. B. Peckham, Secy. 

Transportation Club: of Buffalo. John J. 
Mossman, Pres.; Henry Adema, Secy. 

The Traffic Club of Newark. F. E. Stone, 
Pres.; J: J. Kautzifiann, Secy. 

The Transportation Club of Seattle. W. 
P. Lockwood, Pres,; F. C. Nessly, Secy.=+ 
Treas. 

The Transportation Club of Detroit, Mich, 
Charles P. Hackett, .Pres.; W. R. Hur- 
ley, Secy. 


Transportation Club of San Francisco: ’ 
Theo. H. Jat | 


Thomas Finigan, Pres.; 
cobs, Secy. 

The. Railroad Club of Kansas City, Mo. 
A. A. Poland, Pres.; Claude Manlove, 
Secy. 

The Traffic and Transportation Club of 


Birmingham. W. H. Johnston, Pres.; J. ; 


W. Bryan, Secy. 
The Traffic. Club. of Minneapolis. M. S. 
Thurber, Prés.; E. O. Fellows, Secy. 


Salt Lake: ,Gity . Transportation Club. 
Julian Bamberger, Pres.;,.R. E: Row- 
land, Secy.. 


Traffic Club of Milwaukee. C. C. Backus, 
Pres.; H. L. Taylor, Secy. 

Transportation Club of Lima, O. Lloyd P. 
Sherrick, Pres.; D. L. Rupert, Secy.- 
Treas. . 

Grand Rapids Traffic Club, Grand Rapids, 
Mich: Fred. M. Briggs, Pres. ; C.¥, 
Greenley, Secy. and Treas. 


Transportation, Club of Peoria. T. A. 
Grier, Pres,; C. H., Gillig, Secy. 
Traffic Club of Cleveland. D. F. Hurd, 


‘Pres.; M. W: Doyle, secy. 
Traffic ‘Club of Erie, Pa. C. E. Rhodes, 
Pres.; M. W. Eismann, Secy. 
ssociation, Los An- 
geles; Cal. C. A. Thurston, "Pres. ; H. 
Cc. Smith, Secy.- -Treas. 
Traffic Club Ra Jacksonville, Fila. 
Avery, Pres.; R. H. May, Secy.- rr 
R c 


Lay, Pres.; R. R..Wilson, Secy. 


The Traffic Club of the Greater Dayton 
Association. J. W. Cobey, Chairman; 
E. G. Biechler, Secy. 

The Portland Transportation Club. W. A. 

W. O. Roberts, Secy. 


Robbins, Pres.; 


H. C.. 
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PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 





Charles Conradis 


Practices before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
606-7-8-9-10 Colorado Bidg., Washington, D. C. 


John B. Daish 


Interstate Commerce Cases only 
602-606 Hibbs Bldg., Washington, D.C. 





Walter E. McCornack 


Formerly —, for Interstate Commerce Com- 
ission; Counselor at Law 


Seiad 956 First National Bank Bidg., 
Chicago, IIl. 


Cc. D. Chamberlin 


Attorney at Law and Commerce 
Counsel 


1019-1023 Rose Bldg. Cleveland, Ohio 





Robert W. Hall 


Licensed to practice in all Courts 
Special attention to Interstate Com- 
merce Litigation 


617-520 Third National Bank Bldg. 
St. Louis, Missouri. 





James E. Greene 


Practices Transportation Law only | 


Including Practice Before the Interstate Commerce 
Commission 


Suite 402-3 Wayne Co. Bk. Bldg., Detroit, Mich. 





Rufus B. Daniel 
ATTORNEY AT LAW 
Interstate Commerce Cases only 
625 Mills Building, El Paso, Tex. 


Ralph N. Kellam 


ATTORNEY AT LAW 
Interstate Commerce Cases 
State Commission Cases 
1101 Stephen Girard Bldg. 
Philadelphia, Pa. 








431 SCARRITT BLDG. 


E. J. McVann Jean Paul Muller 
° ° ACCOUNTANT AND ATTORNEY-AT-LAW 
Attorney and Counselor at Law 420-424 Woodward Bidg., Washington, D. C. 
Practice before Interstate Commerce Commission} _ Cases Involving Financial and ra Anal: 
and various State Commissions a specialty. Cost of Service Tests and Com one and Ghen 


Suite 1705 Woodmen Bldg., Omaha, Neb. Sate Ladeetinn beloee Bint and Pedern! Comnmils- 





Blackmar & Bundschu 
Attorneys and Counselors 
Suite 904 Commerce Building, Kansas City, Mo. 
Special Attention to Rate Claims and 
Practice Before Interstate Commerce Commission 


H. R. Small 


Practices Before the Interstate 
Commerce Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 


Maurice Trimble Jones 


Leslie J. L. Hugh C. Smith 
former U. _- former Asst. U. 8. Atty. 
ATTORNEY AT LAW Paul E. Otis M. Edmonson 
Interstate Commerce Commission and State Com- = = & Smith 


mission cases. Express cases a specialty. Formerly 
Traffic Manager of "United States Express Company. 
Sixteen years’ experience before Interstate Commerc 
Commission and State Commissions. , 


2 Rector Street, New York, N. Y. 


Mr. Bradley, oat a being 4 Interstate Commerce 
belore the Commision,” us nn Sune 


1003-6 Republic Bldg., Kansas City, Me 


W. 5S. Morris, Jr. 


Attorney at Law 


Transportation Law and Interstate 
Commerce Cases 


B. G. Dahlberg 


COMMERCE EXPERT 





610 Law Bldg., Norfolk, Va. 

Watson & Abernethy | Littleford, James, Ballard 
ATTORNEYS AT LAW & Frost 

Specialists in Commerce Cases 006s rere Eaneng, Tato, D. 6 


1601-20 Pioneer Bldg. 
421 New York Life Bldg. 


St. Paul, Minn 


sion cases and i and Senepeetation ws a? onl 
Kansas City, Mo. . e 


* Washington, a I > ee 

mmerce 
offices, where E. E. Coimeel in charge o Washington, D. 
is associated 


a ampbell 


Hal H. Smith Bh ne Pew 
(Beaumont, Smith & Harris) Fine HICAGO, ILLINOIS. 
Formerly Interstate erce ro and 


Practices Before Interstate Commerce) Assistant Interstate Commerce Attorney, 
Co sion ively, of the Missouri Pacific Railway System 


8 g in Causes Before the Interstate Com- 
1123-28 Ford Bldg., Detroit, Mich. | merce Commission and all Other Public 
tility Commissions. 





Edwin S. McCrary 


[ATTORNEY AT LAW 


K. M. Wharry 


Formerly General Freight Agent, Missouri 
Pacific Ry. Co. 


John R. Walker 


INTERSTATE COMMERCE LITIGATION 
Forest Products Cases a Specualty 
Commerce Counsel for Southern Hardwood Traffic 
Practice Before Interstate Commerce Commission Association 


KANSAS CITY, MO 915-918 Munsey Building. 


Washington, D. C. 





R. W. Ropiequet 


ATTORNEY AT LAW 


Interstate Commerce and 
Public Utilities 


First National Bank Building, Belleville, Il. 


Hunter H. Moss 
Formerly oe Circuit Court 


Practice before U. S. Courts and Inte = 
merce and Federal Trade Committees om 


Offices 912-918 Woodward Bldg. 
Washington, D. C. 





BORDERS, WALTER & BURCHMORE 


M. W. Borders 


CORPORATION, INSURANCE 
AND ANTI-TRUST LAWS 


565-561 Rookery, CHICAGO 


Luther M. Walter John 8. Burchmore 
Formerly Attorneys for Interstate Commerce Commission 


ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITIES 


As a Friend of THE TRAFFIC WORLD, please mention this paper In writing to attorneys. 
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PACKAGE EFFICIENCY 


Make your goods help sell themselves by packing them in containers that will 
deliver them in the same perfect condition that they leave your factory. 








Satisfied Customers and In- fficiency in packing is Not 
creased Sales will be the result. spelled by Cheapness. 
Will the containers carry the goods in perfect condition? Then consider the cost! 
Our selling force is trained in efficient packing and is at your service to help solve 
your packing troubles. 


ee ~—— 
IRRINGING GHIPPERS 
REA NDORSE 
FF FICIENCY —— TY 


HUMMEL & DOWNING CO., Milwaukee, Wis. 


OFFICES—Chicago, Detroit, Minneapolis and St. Louis 





WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, Ill. 


Chicago’s 
Newest and Biggest 


Storage Warehouse 





The German American Car Co. 





Located in the heart of the business district, 
has one million square feet of fire- 
proof storage space. 
Short hauls for teams of city customers 
and unexcelled shipping facilities. 
Shipments made from storage over all 
Trunk Lines through Chicago Tunnel and 


B. & O. C. T. Ry., the CARTAGE 
CHARGES thus being ELIMINATED. 


Descriptive Booklet on Request. 


General Offices 
Harris Trust Bullding, Chicago 


TANK CARS—For Lease or Sale 













Sa A man’s mail ZAK 


will reach him | 
eer Ae + 


Mailing Lists amis 


covering all classes of business, professions, trades 
or individuals. Send for our complete catalogue 
showing national count on 7,000 classifications. 


Ross-Gould, 512 N. sth st, St. Louis 













Soo Terminal Warehouse Co. 


519 West 12th Street 
CHICAGO 












Phone Canal 5740 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing ‘to advertisers. 
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Perfecting A Transcontinental Link 


Across the very backbone of Colorado 
reaches the new transcontinental link of 
Wells Fargo. On May 1, this link was 
completed by the establishment of con- 
tract relations with the Denver & Rio 
Grande system in Colorado. 


This addition of some 2,000 miles of rail- 
road line to Wells Fargo’s present system 
is in keeping with the constant progress 
of that company. It not only adds greatly 
to this. company’s already extensive exclu- 
Sive territory, but it completes another 
transcontinental route from ocean to 


ocean. 





The Denver & Rio Grande has been con- 
stantly engaged in improving its lines for 
faster service. Because of this fact Wells 
Fargo is enabled to use the main line of this 
railroad as one of the pathways for its new 
rapid express service between the Atlantic 
and Pacific coasts. 





Send to Advertising Department, 51 Broadway, New York, for the 
May issue of the WELLS FARGO MESSENGER, containing a 


Leaving New York by two important 
eastern trunk lines—highly efficient car- 
riers of express—the one the Erie and 
the other the Baltimore & Ohio—reaching 
westward via the Santa Fe and Missouri 
Pacific systems—in connection with the 
Denver & Rio Grande as the intermediate 
link—and the Southern Pacific west of 
Ogden, Utah, Wells Fargo reaches San 
Francisco on the fifth day out from New 
York, in time for morning delivery. From 
Chicago, St. Louis, Kansas City and other 
interior points the time is proportionately 
shorter. 


The perfecting of this additional trans- 
continental express link will be of interest 
and value to every merchant and manu- 
facturer, and may be, we hope, an added 
incentive to the routing of their stp 


ments via “The Fargo.” 


complete description of our newly acquired lines. 


Wells Fargo & Company Express 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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HOW TO IGNORE THE RIVERS.’ 


Who is going to fashion a plan for making it 
possible to ignore the Ohio and the Mississippi 
and make easy the establishment of through 
routes and joint rates without regard to either 
stream? That query was suggested more than 
once by the hearing on the supplemental com- 
plaint of the southern blast furnaces asking that 
the rates decreed in the Sloss-Sheffield case be 
extended to practically all points north of the 
Ohio and Potomac rivers. Those streams and 
the Mississippi, so far as railroad rates are con- 
cerned, constitute the frontiers of three separate 
and distinct sovereignties, with only an occa- 
sional point where the bars are down. The 
northern roads, in the pig iron case, urged, with 
an appearance of weight, that they should not 
be expected to accept divisions of through rates 
on pig iron made in the South that are so much 
lower than their local charges on iron made 
north of the river as to give the northern furnace 
men foundation for declarations that the rates 
from their plants to consuming points are too 
high. They argued that the southern roads, if 
they desire to find a market for the products of 
the furnaces in Alabama and Tennessee outside 
what might be called the geographical limits of 
their districts, should bear the cost; that is, 
suffer the shrinkage in the through rates neces- 
Sary to enable the southern furnaces to find an 
outlet for their product in the territory imme- 
diately adjacent to northern furnaces. The best 
solution, of course, would be through the estab- 
lishment of foundries in the South. They would 
obviate the ‘long hauls that southern pig must 
now have. Their establishment would ultimately 
give the southern carriers more tonnage than 
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they would lose by restricting southern iron to 
southern territory. 


VALUE AT PLACE OF SHIPMENT. 





Supplement No. 5 to Western Classification No. 
53, which says transportation will be denied to 
live stock owner or shipper of which refuses to 
declare the value at the time and place of ship- 
ment, opens a vista filled in the fore, middle and 
background with sharp points. There is no mar- 
ket, as a rule, at the point of shipment. The live 
stock market is not so well organized as the cot- 
ton market. The shipper of cotton knows the 
exact value on the day of shipment. It is the 
price of spot at the market toward which he 
starts it, minus the freight rate, insurance and 
so on. He can sell on that basis. The buyer 
takes no risk because he immediately sells, in 
the. future market, the exact amount he buys. 
He gets only his commission. The live stock 
shipper has no such market protection. He loads 
his cattle and takes what he can get when his 
stock gets to the market. If he says he does 
not know and refuses to make a guess, under 
Supplement No. 5, he cannot get transportation. 
He is morally certain that he can get more than 
$50 a head (the maximum value for the normal 
rate) for his steers when he gets them to mar- 
ket. If he thinks they are worth $60 a head he 
pays a higher rate. If they sell for less than 
that, will the carrier cut down his freight bill? 
If the steers sell for more than he estimated them 
to be worth, will the railroad company present 
an undercharge bill for the rate applicable on the 
higher value? It is easy to say he must declare 
the value at “time and place of shipment,” but 
who knows what the market will be when the 
animals arrive? Besides, what has the price or 
value at destination got to do with “value at 
time .and place of shipment”? These are some 
of the questions raised by those who have seen 
Supplement No. 5. 


THE FAMILY TICKET. 





There are two remarkable things about the 
“family ticket” case decided by the Interstate 
Commerce Commission this week. One is that 
anyone could contend that the meaning of the 
tariff authority for the ticket was not clear in its 
definition of “immediate family,” and the other 
is that a father-in-law should so strenuously in- 
sist on paying the fare of his son-in-law. Usually 
the old gentleman would be tickled to death to 
find a way out of letting the conductor punch 
his ticket for two when his daughter’s husband 
sat beside him on the way to the city in the 
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morning. One would think that the restriction 


printed so plainly on the ticket that it was good 
only for members of the immediate family of 
the holder and that even these must be entirely 
dependent on him, would have furnished him ex- 
cuse enough to tell the young fellow to dig into 
his own pocket. This, of course, is on the theory, 
as shown to the satisfaction of the Commission, 
that the young man was not dependent on his 
wife’s father, though he did hang his hat in the 
front hall of the family home. But this was 
either an exceptional father-in-law or an excep- 
tional son-in-law—perhaps both—for the former, 
when prevented by the conductor from having 
his ticket punched for the boy, and seeing the 
young man ejected from the train, went to the 
length of preferring a formal complaint before 
the Commission and was so blinded by anger 
or something else that he would not admit that 
a son-in-law, who, though he lives at his wife’s 
home, supports himself, is not entirely dependent 
on him. There might, to be sure, be some argu- 
ment otherwise as to whether a son-in-law, even 
if he be in good standing, is a member of the 
“immediate family” of wifie’s father, but he is 
either entirely dependent on the same father or 
he is not. They both know—and so do the 
neighbors. 

But the Commission has decided this grave 
question wisely and with common sense. The 
common sense of it is that the tariff meant just 
what it said. And in this case, not as usual, 
what the tariff said ought to have been easily 
understood even by one who had not made a life 
study of traffic. 


LUMBER INCREASES DENIED. 





Among the numerous and interesting decisions 
of the Interstate Commerce Commission this 
week is one written by Chairman McChord, deny- 
ing increases on hardwood lumber from the South 
stopped in transit at Buffalo. The Commission 
holds that the carriers have not justified the ad- 
vances, which run from one-half cent to fourteen 
cents per 100 pounds. The same opinion holds 
that the rates, rules, regulations and practices 
of the southern lines with regard to hardwood 
stopped at Buffalo have not been shown to be 
unreasonable except as to a rule published by 
Morgan’s Louisiana & Texas R. R. & S. S. Co., 
providing for the application of combinations via 
the L. & N. and Illinois Central. That rule, if 
allowed to become effective, would result in 
higher rates. It says that Morgan’s line will not 


protect the through rates named in its tariff on 
shipments via the L. & N. and Illinois Central 
destined to points beyond those lines, but that 
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a combination of locals will apply. The Morgan 
line said that it had to insert that rule because 
the Illinois Central and L. & N. had notified it 
that they would not accept their proportion on 
rates to reconsigned points, thereby laying upon 
Morgan’s line the whole burden of reconsignment 
on lines beyond the L. & N. and I. C. 

This opinion was rendered on I. and S. No. 
490, concerning transit at Buffalo and the formal 
complaint of the Buffalo Lumber Exchange 
against the Alabama Central and other carriers. 
In essence, the two cases constitute a dispute 
between the northern and southern lines as to 
divisions and the controlling issue was disposed 
of on the authority of the Commission’s decision 
in Transit Regulations on Grain and _ Dried 
Beans, 32 I. C. C., 38, in which the Commission 
said that “disagreement among carriers in respect 
to divisions ought not to impose upon shippers 
an increased burden.” 

The southern lines objected to paying any of 
the cost of transit at Buffalo, claiming that it is 
solely for the benefit of the Buffalo lines which 
get the haul beyond. The southern roads insisted 


upon having the Buffalo division without shrink- ‘ 


age. In other words, they thought the northern 
lines should bear the whole cost of transit. They 
wanted to treat all shipments stopped as having 
moved to that point on the through Buffalo rates. 
There has been no dispute about divisions mov- 


ing on a through rate to destinations beyond | 


Buffalo. 


The dispute led to the northern lines publish- 
ing tariffs, effective Aug. 1, 1914, which provided 
that hardwood shipped to Buffalo and related 
points for storage, drying, etc., and reconsign- 
ment beyond, would be subject to the propor- 
tional or locals to and from the Ohio and Missis- 
sippi rivers, plus the transit charge of half a 
cent, $3 minimum. 


This meant varying rates on the same com- 
modity, dependent wholly upon the gateway 
through which it moved, from one-half to 14 
cents higher than the through rates heretofore 
in effect on lumber stopped at Buffalo and re- 
consigned beyond. The burden fell on the Buf- 
falo dealers and manufacturers. 


The report finds nothing objectionable in the 


transit rules. The fact is that the complainants 
objected to them only in connection with the 
situation brought about by the proposal to apply 
the local or proportionals to and from the Ohio 
River. The Commission made no effort to deai 
with the question of divisions. If the railroads 
cannot come to an agreement on that matter, the 
Commission will settle it for them—but withoui 
any increase to the Buffalo dealers. 
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CURRENT TOPICS IN WASHINGTON 





Shippers Are Dissatisfied.—Attor- 
neys for shippers are doing an un- 
usual amount of growling just now 
at the railroads and the Commission. 
Their criticism as to the railroads is 
that they are said to be obeying the 
letter of certain orders but not what 
the objectors call the spirit of them. 
Their criticism of. the Commission is 
that the regulating body is thinking 
too much of the financial needs, real 
and fancied, of the carriers. The Commissioners are 
suspected of being loath to order reductions affecting 
large rate structures. Another indictment on which 
growling is based is the allegation that the railroads, 
by concerted action, are presenting advances and ap- 
pear to be agreeing on lop-sided rate adjustments, on 
the theory that it is better to allow dislocation of ton- 
nage by such maladjustment of rates than to bring them 
all into line. The pig-iron rate situation, resulting from 
the manner in which the railroads have obeyed the 
order in the Sloss-Sheffield decision, is pointed to as a 
case where the railroads seem to have agreed among 
themselves that they can better afford to allow the 
roads on which specific lowered rates are in effect to 
carry the tonnage than to reduce rates on all roads. If 
the talk of the disgruntled lawyers is indicative of any- 
thing, it would not be surprising if attempts were made 
to persuade the department of justice to intervene in 
rate matters by instructing district attorneys to ask for 
indictments under the anti-trust statutes. The Sloss- 
Sheffield decision is not the only one, it is declared, in 
which the obedienee has been in accord with the letter 
of the order but not in accord with its spirit. 





An Appeal to Anti-Trust Statutes—But, it is asked, 
what if these dissatisfied representatives of shippers do 
appeal to the government for a change in the situation 
through the application of the rigorous anti-trust statute? 
How far can they go? The tenderness for the railroads 
which they charge is due, if it exists, in large measure, 
to the influence of the administration and a not incon- 
siderable number of large shippers. The White House, 
informally, did what it could to bring about a favorable 
decision in the Five Per. Cent case. That was decided, 
it is recalled, on the belief, in the main, that the car- 
riers needed more revenue and that the best way for 
them to get it was to put up the rates. By inference, 
the administration’s influence, if used at all, would be 
exerted, in the western case, in behalf of the carriers. 
A series of agreements as to what should be done with 
regard to western tariffs has been alleged. Is it likely 
that the attorney-general, having reason at least to sus- 
pect his chief of holding the opinion that rates should 
g0 up, would direct any of the district attorneys to pre- 
sent to a grand jury such facts as the complaining 
Shippers might place before him? Would he. instruct 
any of them to procure indictments? Persistent argu- 
ments to the Commission, based on utterances in various 
decisions, it has been suggested, would be a _ better 
course, if the Commission is showing as much tender- 
ness for the railroads as the critics say it is. That, at 
least, is the way the subject is being talked over among 
those aware of the complaints. Perhaps, however, there 
is nothing serious in the talk. 
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Changes Under Cummins Law.—The first official no- 
tice the Commission has had that the railroads are going 
to change their classification and tariffs.so as to make 
them not obnoxious to the Cummins amendment was 
placed on the public file May 4. 

It is Supplement No. 5 to Western Classification No. 53 
effective as to live stock June 4. The salient part of that 
live stock provision, which is Item No. 318, is to be found 
in the black letter note, which says: 


“Ratings on live stock vary according to the valua- 
tions stated by shipper, and as carriers have no means of 
determining values of live stock when tendered for trans- 
portation, shippers will be required to declare in writing 
the valuation at time and place of shipment; where ship- 
pers refuse to declare value and execute live stock contract, 
live stock will not be accepted for transportation.” 


That declaration is followed by minimum ratings of 
$100 on each horse or pony, mule jack or jenny, $50 on 
each colt under one year, $50 on each ox bull or steer, $30 
on each cow or burro, $10 on each calf, the same on each 
hog, and $3 on each sheep or goat. Where the valuation 
declared by shippers exceeds the values mentioned, the 
classification says an addition of three per cent will be 
made to the rate per 100 pounds or car for each 50 perx 
cent, or fraction thereof, of additional declared value pet 
head. 





No Amendment Order.—The impression is becoming 
strong that there will be no report of any kind with re- 
gard to the Cummins amendment, from the Commission. 
The fact is, that there is nothing for the Commission to 
decide. It is not in a position to say it agrees with the 
construction placed upon the statute by the railroad com- 
panies. If it disagreed with them, the only effect would 
be to have the statute become effective without any 
change in the uniform bill of lading and the 10 per cent 
rule in the classifications. 


No attorney for the shippers was willing to have the 
law go into effect without changes being made by the 
carriers to prevent the 10 per cent becoming operative. 
Every time an attorney for the shippers got through giv- 
ing his views at the conference on April 10, O. E. Butter- 
field, spokesman in chief for the railroads, asked him if 
he would advise the carriers to do nothing. Not one of 
them was willing to say that inaction by the railroads 
would be without deleterious effect upon the shippers. 

They argued in that way to the best of their ability, 
but not one was willing to take the responsibility of 
advising the railroads. to continue classifications and bills 
of lading as they are. 

The carriers have the whole situation in their own 
control. They have said that they intend making the 
changes indicated in The Traffic World. They intend 
making those changes so as to avoid the imposition of 
higher rates. The query is, “What could the Commission 
say or do that would make assurance any greater than 
that given by the railroads?” A. E. H. 


A CORRECTION. 

On page 972, in The Traffic World of May 1, “Help 
for Traffic Man” department, there was a typographical 
error in the answer to the question concerning bulk 
articles. In the seventeenth line, second column, the 
minimum weight should have been stated as 5,000 in- 
stead of 50,000 pounds. 
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Decisions of Interstate Commerce Commission 


RATES ON WOODENWARE 


CASE NO. 6777 (33 I. C. C., 563-566) 
MENASHA WOODEN WARE CO. VS. CHICAGO & 
NORTHWESTERN RAILWAY CO. ET AL. 


Submitted Dec. 1, 1914. Decided April 12, 1915. 


Woodenware Rates Not Unreasonable.—Rates charged on ship- 
ments of woodenware in carloads from Menasha, Wis., to 
various points in Central Freight Association and Trunk 
Line territories, not found to have been unreasonable or 
unjustly discriminatory. Complaint dismissed. 


G. M. Stephen for complainant. 

Cc. C. Wright and R. H. Widdicombe for. Chicago & 
Northwestern Railway Co. 

O. W. Dynes and J. N. Davis for Chicago, Milwaukee 
& St. Paul Railway Co. 

T. T. Webster and D. P. Connell for Michigan Cen- 
tral Railroad Co. 

H. S. Bradley for Ann Arbor Railroad Co. 

A. H. Lossow for Minneapolis, St. Paul & Sault Ste. 
Marie Railway Co. 

Report of the Commission. 
BY THE COMMISSION: 

Complainant is a corporation engaged in the manu- 
facture of woodenware, with its principal place of busi- 
ness at Menasha, Wis. By complaint, filed March 30, 
1914, it alleges that the rates charged by defendants on 
certain carload shipments of wooden pails and barrels 
from Menasha to certain points in Central Freight Asso- 
ciation and Trunk Line territories, between Dec. 28, 1911, 
and Aug. 4, 1913, were unreasonable and unjustly dis- 
criminatory. Reparation is asked and the establishment 
of reasonable rates for the future. The claims were 
first presented Dec. 20, 1913. 

, The following table shows the rates charged, the 
rates asked and the ton-mile and car-mile earnings under 
both sets of rates. Rates are stated in cents per 100 


pounds. we “ ~% : : 

ug 2 8 8 3 8 (¢ 
—£ & & & = oa &e. 
i e a an oo a= Aan 
From Menasha to— é a o® oo 5 of od 
an a .. Baca 
i) a so go 
Ss © oO Om ® os Oo 
e® @ $& @&& 3s $& $& 

Q % fen SG % fo] jon] 
TD oc veceseee 422 24.5 12 14.4 19.5 9.1 11.5 
Mansfield, Ohio ....... 470 25.5 10 12 20.5 8.7 10.4 
SD s5és6 eoncee 431 24.5 11 13.2 19.5 9 10.8 
Zanesville, Ohio ...... 536 27.5 10 12 22.5 8.4 9.8 
i i re 701 26.5 7.6 9 24.5 7 8.6 
i ER one td ecee end 612 26.5 8.6 10.3 24.5 8 9.6 
| OO 665 29.5 8.8 10.5 24.5 7.4 8.6 
Fort Wayne, Ind. .... 325 22 13 15.6 16 9.8 10.8 
Ng” a 425 245 12 13.2 19.5 .9.2 10.9 
Cleveland, Ohio ....... 516 26.5 10 2 21.5 8.3 9.9 
Peasem, ORO ocecccces 447 24.5 11 13.2 19.5 8.7 10.4 
Sandusky, Ohio ....... 456 25.5 11 12 205 9 10.6 
Middlefield, Ohio ...... 593 26.5 9 i: 3S 6. 8 
Gardenville, N. Y. .... 696 26.5 7.6 9. 24.5 7 8.4 


*Per car-mile earnings are computed upon specific ship- 
ments involved in the complaint and for distances over spe- 
cific routes. The per car-mile earnings will vary slightly over 
other routes involving different distances. 


Menasha is approximately 175 miles north of Chi- 
cago and approximately 90 miles north of Milwaukee. 
The rates charged were combination rates based on 
Milwaukee, composed of the local Class D Western 
Classification rate of 5.5 cents per 100 pounds from 
Menasha to Manitowoc, used as a proportional rate to 
Milwaukee, and the fourth-class Official Classification 
rates, minimum 15,000 pounds, from Milwaukee to desti- 
nation. Complainant does not attack the class rates 
applied as class rates. Its position is that Menasha 
should have commodity rates on the traffic involved some- 
what lower than the present class-rate combinations. 
Relatively lower rates on woodenware from Escanaba, 
Mich., 242 miles north of Milwaukee, to points in Cen- 
tral Freight Association territory are cited, and the 
following joint carload rates, in cents per 100 pounds, 
on woodenware and kegs, together with the ton-mile 
earnings under them, maintained by defendants from 
Menasha to the Central Freight Association territory 


points indicated: 
Revenue per 


Distance, Rate, ton-mile, 
From Menasha to— miles. cents. mills. 
Re, HE. 'n.0.'56506 dda oss Seeds 354 16.5 9.3 
Re MED wnigis paw 0 6. d:an hin’ oes 462 20.5 9 
RO ED <vckccecaekccas bean es 492 20.5 8.3 
I ED op cdiasdpeiy ceo Sees 6 h0.5% 443 20.5 9.3 
EE EE, ona a dw en dides'e eae. hekeme 464 20.5 8.8 
ES, Ec obs Saree sede edesis¥es 370 16.5 9 
RL SOON 00s t:9.n06-00 by c'nes en tebee 446 20.5 9.2 
I ow, ko 5 00 bc cae beet bee 361 16.5 9.1 
CO er rrr 463 20.5 8.9 
SE, ES.  ccacbecssngves addins 470 20.5 8.7 
De Mr. osenies. os oe basse Raut bends 384 20.5 11 
SR BE 0.4.00 54nd aap e hee eaneies 474 21.5 9.1 
ee oa 5 a Cw bine bece6 boa 473 20.5 8.7 
I MIE. Scars beeen sSbeusecs 447 20.5 9.2 
I, I aad nae mia Rkpainin aha 355 16.5 9.3 
gL ESE re 459 20.5 8.9 
EID: esi siti 3 asble gtans keg reals 500 23.5 9.4 


Menasha is one of a group of 16 points from which 
the rates named in the above table. applied to the desti- 
nation points designated. The rates named are said to 
have exceeded the fourth-class_ rates from Chicago to 
the same destinations by only 2.5 to 4.5 cents, whereas 
the rates assailed exceeded the fourth-class rates con- 
currently in effect from Chicago to the same destina- 
tions by 7.5 to 8.5 cents. This difference in the spread 
is urged as strong evidence that the rates assailed are 
both unreasonable and unjustly discriminatory. The 
relatively lower rates cited from Escanaba are said to 
accord Escanaba undue preference. It is also alleged 
that the rates assailed discriminate unjustly against cer- 
tain destination points named in the complaint for the 
reason that, through lower group bases, such points take 
relatively lower rates on other commodities from Men- 
asha than on woodenware. 

The rates referred to from Escanaba are inapposite. 
They apply only on butter. dishes, mop handles, clothes. 
pins, wooden pie plates and wooden bowls, with which 
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complainant’s products do not compete. Defendants 
assert that the relative rates cited from Menasha to 
Central Freight Association territory also are inapposite 
for the reason that they are lower than they should be. 
It is stated that they were established in 1897 on the 
basis Of a differential above the class rates from Mil- 
waukee and Chicago and that they were first pubKshed 
from Green Bay, Wis., because of water competition 
from that point. Defendants argue that they yield less 
than normal car-mile earnings. Since the hearing herein 
these rates have been increased approximately 5 per 
cent pursuant to our second report in the Five Per Cent 
case, 32 I. C. C. 325 (The .Traffic World, Dec. 26, 1914, 
p. 1152). 

Pails and barrels are rated fourth class in the Offi- 
cial and Western classifications, fifth class in the South- 
ern Classification, subjeet under all three classifications 
to a minimum weight of 15,000 pounds for a standard 
36-foot car, graduated upward for larger cars. The 
fourth-class rate from Menasha to Milwaukee is 13% 
cents. The Class D rate applied as the first factor of 
the combination rates charged constitutes an exception 
to the Western Classification and takes a minimum 
weight of 24,000 pounds, regardless of the size of the 
car. Most of the shipments involved were loaded in 
cars over 36 feet in length, many of them in private 
cars belonging to complainant which were required to 
be returned to complainant, and which generally re- 
turned empty, as there was no carload traffic to Menasha. 

Complainant contends further that the joint rates 
cited above from Menasha to points in Central Freight 
Association territory were the rates lawfully applicable 
to a number of the destinations involved by interme- 
diate application because the destinations referred to 
are intermediate over certain lines to certain of the 
destinations to which the joint rates named applied and 
because the tariff naming the joint rates contained an 
intermediate application clause. Toledo and Marion, O., 
for example, are said to be intermediate over certain 
lines to Columbus, O., while Fort Wayne is intermediate 
over one route to Lima, O. However, as the bills of 
lading covering the shipments involved are not in evi- 
dence and the routing of the shipments is not shown, 
we cannot determine whether lower rates than the rates 
charged were in fact lawfully applicable. If lower rates 
were applicable and overcharges were collected, com- 
Plainant should present an appropriate claim to the 
interstate carriers concerned, who should thereupon 
adjust the matter promptly. 

Upon all of the facts of record we find that the 
rates assailed are not shown to have been unreasonable 
or unjustly discriminatory, and the complaint will be 
dismissed. 

An order will be entered accordingly. 





ORDER. 
It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


RATES ON LUMBER 
CASE NO. 5826 (33 I. C. C., 587-589) 
SNOW LUMBER CO. VS. RALEIGH, CHARLOTTE & 
SOUTHERN RAILWAY CO. ET AL. 


Submitted Jan. 5, 1915. Decided April 1, 1915. 


Norman (N. C.) Lumber Rates Not Unreasonable.—Rates on 
lumber in carloads from Norman, N. C., to points north and 
east of Virginia cities not found unreasonable or unduly 
prejudicial. Complaint dismissed. 
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W. S. Watts, M. M. Caskie and Peacock & Dalton for 
complainant. 
Tillett & Guthrie for Raleigh, Charlotte & Southern 
Railway Co. 
Report of the Commission. 


BY THE COMMISSION: 

Complainant is a corporation, engaged in the manu- 
facture and sale of sash, doors, blinds and lumber, with 
principal place of business at High Point, N. C. By 
complaint, filed May 31, 1913, it alleges that the com- 
modity rates charged by defendants for the transporta- 
tion of lumber in carloads from Ellerbe and Norman, 
N. C., to points in Virginia, West Virginia and various 
states north thereof are unreasonable and unduly preju- 
dicial to the advantage of Troy, Wadeville and Mount 
Gilead, N. C. Reparation is asked on shipments made 
within two years prior to the filing of the complaint. 
The attack on the rates from Ellerbe was withdrawn at 
the hearing. 

Troy, Wadeville and Mount Gilead are on the main 
line of the Raleigh, Charlotte & Southern Railway, through 
Raleigh and Star, N. C., to Charlotte, N. C. A branch 
line extending from Ashboro, N. C., 56 miles southeast 
to Aberdeen, N. C., intersects the main line at Star. 
Briscoe and Candor are the first two stations on this 
branch south of Star. Ellerbe is the terminus of a minor 
branch which extends south from Candor. Norman is on 
this branch, 9 miles south of Candor and 9 miles north 
of Ellerbe. Candor is 8 miles south of St.r, which is 
23 miles southeast of Ashboro and 33 miles northwest 
of Aberdeen. Troy is 8 miles-west of Star, Wadeville 
16 miles, and Mount Gilead 22 miles, while Star is 83 
miles west of Raleigh and 73 miles east. of Charlotte. 
Prior to November, 1911, when it was purchased by the 
Raleigh, Charlotte & Southern, the branch line described 
from Ashboro to’ Aberdeen constituted the main line 
of the Aberdeen & Asheboro Railroad, which connected 
with the Southern Railway as Ashboro and with the 
Seaboard Air Line at Aberdeen. Two branches were 
maintained, one from Briscoe west through Troy and 
Wadeville to Mount Gilead, constructed in 1898, the other 
the line previously described from Candor to Ellerbe, 
opened in January, 1911. The Raleigh, Charlotte & 
Southern is controlled by the Norfolk Southern Railroad. 
The purchase of the Aberdeen & Asheboro by the Raleigh, 
Charlotte & Southern, the subsequent control of the 
Raleigh, Charlotte & Southern by the Norfolk Southern 
and the extension of the main line of the latter from 
Raleigh to Charlotte since December, 1913, have con- 
verted Troy, Wadeville and Mount Gilead from branch- 
line to main-line points. The Ellerbe branch of the old 
Aberdeen & Asheboro Railroad was constructed for the 
special purpose of moving lumber produced by complain- 
ant in the territory served by the branch, and if it had 
not been built complainant must have expended consid- 
erable sums for the construction of tramroads instead. 
In consideration of the construction of the branch by 
the Aberdeen & Asheboro, complainant agreed to the 
establishment of rates on lumber from all points on the 
branch 1 cent per 100 pounds higher than the rates 
from Candor. At the time of the hearing complainant 
owned approximately 900 carloads of standing timber © 
along the branch. - 

Practically all of complainant’s lumber shipments 
from Norman move to points north and east of Virginia 
cities. The rates from all of the points involved to 
such destinations, except to water competitive points on 
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the Atlantic coast, are joint rates composed of the local 
rates to Norfolk and proportionals beyond. As the factor 
to Norfolk is the same irrespective of the final destina- 
tion, only the factor to Norfolk need be consideréd. The 
local rate from Norman to Norfolk is 13 cents, whereas 
a rate of 12 cents applies from all other points on the 
Asheboro-Aberdeen branch, and from Troy, Wadeville 
and Mount Gilead; also from points in the same ‘general 
vicinity on other railroads. Complainant competes ac- 
tively with dealers located at Mount Gilead and other 
main-line points and is at a rate disadvantage of from 
$4 to $5 per car, which compels complainant to shrink 
its profits in order to stay in the field. On all other com- 
modities except lumber the rates from Norman to Nor- 
folk are the same as the rates from other points on the 
Asheboro-Aberdeen branch. The class P rate, applicable 
to lumber in the Carolinas in the absence of a special 
rate, is 12% cents from Norman to Norfolk and actually 
applies in the opposite direction. There is no evidence, 
however, that the transportation conditions from Norman 
and other points on the Ellerbe branch are substantially 
the same as from the other points cited, although com- 
plainant contends that the Ellerbe branch traverses a 
level region, whereas the Mount Gilead branch encounters 
grades which render operation more difficult. Defendants 
admit that the grades are heavier to Mount Gilead than 
to Ellerbe, but insist that there are compensating down 
grades and that operation is little, if any, more expensive. 
Complainant also contends that the differences in dis- 
tance from Norman and from the other points cited are 
negligible, as the total hauls involved average from 700 
to 800 miles. The differential in the rates on lumber from 
Norman has been abolished for intrastate hauls, De- 
fendants insist that the Ellerbe branch traverses an 
unproductive and sparsely settled region in which there 
are practically no industries except the lumber industry, 
and that the traffic is light. The total in and out bound 
movement during May, 1913, amounted to only 3,430 tons, 
of which 81 per cent consisted of lumber and forest 
products, and nearly all of the remaining 19 per cent 
of supplies for lumber camps. The inbound movement 
is so light, defendants assert, that 60 per cent of the 
equipment required for the outbound movement must 
be moved in empty. Defendants also assert that the 
class P rates are never applied in Carolina territory 
when the movement is at all extensive, and that they 
apply from Norfolk to Norman because there is prac- 
tically no movement of lumber to Norman. The total 
tonnage on the then branch line to Mount Gilead during 
May, 1913, was 4,687 tons. Only 62 per cent consisted of 
lumber, and defendants state that the equipment used 
to haul freight in was and now is sufficient for the out- 
bound movement of lumber. The traffic over the Ellerbe 
branch apparently cannot be increased, whereas the ex- 
tension of the Mount: Gilead branch to Charlotte in De- 
cember, 1913. and its inclusion in the main line of the 
Raleigh, Charlotte & Southern tends, defendants assert, 
to increase the traffic over that branch and to decrease 
the cost of operation. A rate of 12% cents, now 12 cents, 
applied to Norfolk on lumber from Aquadale, N. C., 14 
miles west of Mount Gilead, while, beginning with Oak- 
boro, N. C., 6 miles west of Aquadale, a rate of 13 cents, 
now 12 cents, applied as a blanket rate from a 31-mile 
zone. 


Upon all the facts of record we find that the lumber 


rates from Norman attacked in this complaint have not 
been shown to be unreasonable and that the circum- 
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stances and conditions of the traffic and transportation 
are sufficiently dissimilar-to those on the Mount Gilead 
line to justify a difference in the rates of 1 cent per 
100 pounds. 

An order dismissing the complaint will accordingly 
be entered. 





ORDER. 
It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


RATES ON SALT 


CASE NO. 6435 (33 I. C. C., 590-592) 
PETIT SALT CO. VS. CHICAGO, MILWAUKEE & ST. 
PAUL RAILWAY CO. ET AL. 


"Submitted Dec. 9, 1914: Decided April 1, 1915. 


Salt Rate Not Unreasonable.—Rates on salt in carloads from 
Milwaukee, Wis., to trans-Mississippi points on the Chicago, 
Burlington & Quincy R. R. not found to be unreasonable, 
unjustly discriminatory or unduly prejudicial as compared 
with the rates from Chicago, Ill., to the same points. 


G. A. Schroeder for complainant. 

R. B. Scott for Chicago, Burlington & Quincy Rail- 
road Co. 

A. F. Cleveland for Chicago & North Western Rail- 
way Co. 

O. W. Dynes for Chicago, Milwaukee & St. Paul 
Railway Co. 

Report of the Commission. 
BY THE COMMISSION: 

Complainant is a corporation engaged in selling and 
shipping salt at Milwaukee, Wis. By complaint, filed 
Dec. 20, 1913, it alleges that defendants’ rates for the 
transportation of salt in carloads from Milwaukee to 
points on the Chicago, Burlington & Quincy Railroad, 
hereinafter called the Burlington, in the states of Iowa, 
Missouri, Nebraska, Kansas, Colorado, South Dakota, 
Wyoming and Montana are unreasonable and unjustly 
discriminatory in that they exceed the rates from Chi- 
cago by the local rate from Milwaukee to Chicago. A 
violation of the fourth section of the act is alleged, but 
the allegation was withdrawn at the hearing. Joint rates 
are asked not to exceed the rates from Chicago to the 
same points of destination, and by amendment to the 
complaint filed at the hearing reparation on certain ship- 
ments made between Aug. 31, 1912, and April 18, 1914. 

Complainant purchases salt in bags, barrels and in 
bulk at producing points in Michigan, New York and 
Ohio, assembles it in its warehouses at Milwaukee and 
distributes it from Milwaukee in mixed carloads, as the 
trade demands. Occasionally straight carloads are shipped 
directly from the producing point to final destination. 
Complainant’s principal competitors in the trade to Bur- 
lington trans-Mississippi territory are salt dealers located 
in Chicago, although some competition is encountered 
from dealers and distributors located at Duluth, Minn., 
Green Bay, Wis., and other lake ports, and from Michigan 
producers. Nearly all of complainants’ salt originates at 
Manistee and Ludington, Mich., and is transported to 
Milwaukee by tramp steamers at rates stated to range 
from 2% cents to 3 cents per 100 pounds, as compared 
with a rate of 3 cents in effect for several years to Chi- 
cago. The present car-ferry rates on salt in barrels from 
Manistee and Ludington are 3.7 cents per 100 pounds, 
minimum 80,000 pounds, and 5.3 cents per 100 pounds, 
minimum 37,500 pounds, to Milwaukee, and 5.3 cents per 
100 pounds, minimum 60,000 pounds, to Chicago. Neither 
Milwaukee nor Chicago produces salt, and as both com- 
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plainant and its Chicago competitors handle salt in tran- 
sit, it is apparent that Milwaukee has some advantage 
over Chicago in the rates from producing points in 
Michigan. The Burlington’s rails do not reach Milwaukee, 
and salt shipments from that point destined to Burlington 
territory west of the Mississippi River are delivered to 
the Burlington by the Chicago & North Western Railway 
at Sterling, Ill., or by the Chicago, Milwaukee & St. Paul 


Railway at East Moline, IIl., which points are the estab-° 


lished gateways. The distance from Milwaukee to the 
destination territory involved is 85 miles greater through 
Chicago, 100 miles greater through Sterling, and 145.6 
miles greater through East Moline than the distance over 
the Burlington from Chicago to the same territory. For 
most commodities the rates from Milwaukee are the 
same as the rates from Chicago, and salt is not excepted 
by the Chicago & North Western and Chicago, Milwaukee 
& St. Paul railways with connections other than the 
Burlington. 

The Burlington insists upon excepting salt because 
it considers the earnings on salt and other alleged low- 
grade commodities, such as lime, lumber, asbestos, ce- 
ment, etc., too low to be divided with connecting carriers 
from Milwaukee. The average car loading of salt handled 
by the Burlington during the two years ended June 30, 
1913, was 22 tons, while for the year ended June 30, 1913, 
mine products averaged 41 tons per car, brick 32 tons, 
lumber 24 tons and cement 30 tons. Comparisons are 
also made with the rates from Chicago on other low- 
grade commodities, all of which are higher than the 


rates on salt from Chicago; also with the rates on salt | 


from producing points in Kansas, which, distances con- 
sidered, tend to support defendants’ contention. The av- 
erage distance from Kansas salt-shipping points to the 
Mississippi River crossings involved is 503 miles, and 
the 18-cent rate applicable on salt, approved in Railroad 
Commissioners of Kansas vs. A., T. & S. F. Ry. Co., 22 
I. C. C., 407 (The Traffic World, Feb. 24, 1912, p. 324), 
yields 7.1 mills per ton-mile, while rates of 12, 13 and 14 
cents per 100 pounds applicable from*Chicago yield 7.7, 
7.3 and 5.7 mills, respectively, for distances of 312, 354 
and 489, miles. The 14-cent rate named applies to Mis- 
souri River points. At times the Burlington has main- 
tained the same rates on salt from Milwaukee as from 
Chicago. 

Over other direct routes from Milwaukee complain- 
ant can reach competitive points on the Burlington at 
the Chicago rates, and the situation complained of does 
not appear to discriminate unjustly against complainant 
or Milwaukee, or to result in undue prejudice. Because 
points are usually grouped for rate-making purposes, it 
does not follow necessarily that the rates on all com- 
modities from the points grouped must be maintained on 
the same basis. Conditions may attend the transporta- 
tion of one commodity which do not obtain for others. 


Upon all the facts of record, we find that defendants 
Should not be required to apply from Milwaukee the 
rates on salt from Chicago; that there is no general de- 
mand nor necessity for the establishment of joint rates 
from Milwaukee, and that the through rates attacked 
based on Chicago are not unreasonable. In certain in- 
Stsnces the withdrawal of the applications of Chicago 


raies from Milwaukee resulted in increases subsequently ° 


to Jan. 1, 1910. As to these rates, we find that defend- 
anis have sustained the burden of proof of reasonableness. 
Ar order dismissing the complaint will accordingly be 
entered. 
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ORDER. 
It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


USE OF FAMILY TICKET 


CASE NO. 6961 (33 I. C. C., 593-594) 
WELLESLEY W. GAGE VS. ERIE RAILROAD CO. 


Submitted Nov. 9, 1914. Decided April 12, 1915. 


Family Ticket, Son-in-Law Not Entitled to Use It.—Fifty-trip 
family ticket, good for transportation of complainant and 
members of his immediate family, held not to include, with~- 
in the meaning of the definition of such members, a son-in- 
law who lived with, but was not dependent upon, complain- 
ant. Complaint dismissed. 


W. W. Gage in person. 
H. A. Taylor and M. B. Pierce for defendant. 


Report of the Commission. 


BY THE COMMISSION: 

Complainant is a resident of New York, N. Y. The 
complaint was filed May 29, 1914. The case was sub- 
mitted upon complaint and answer, a stipulation of facts 
and brief which disclose the following material facts: 

On or about June 13, 1913, complainant purchased 
from defendant a so-called 50-trip family ticket, good in 
either direction over defendant’s line between Ridgewood, 
N. J., and New York. The tariff authority for the ticket 
contained, among other provisions, the following: 


This class of ticket under conditions of its contract is valid 
for passage for one year from date of passage, except where 
otherwise noted, and good only for transportation of the person 
whose name appears thereon and members of his immediate 
family and servants therein. The expression “immediate fam- 
ily’’ applies to those not only living with, but entirely dependent 
upon, the person whose name appears on face of ticket. 


On -June 16, 1913, complainant tendered the ticket 
to the conductor on one of defendant’s trains for himself 
and his son-in-law. The conductor refused to carry com- 
plainant’s son-in-law on the ticket and ejected him from 
the train. The son-in-law lived with complainant and 
had for several years. He was regarded as a member 
of complainant’s family, but was not dependent upon 
complainant. During the summer months of the pre- 
ceding year 1912 complainant and members of his family, 
his servants, and the same son-in-law had been carried by 
defendant without question on the same form and class 
of ticket sold under the same tariff authority. 

Complainant contends that defendant disregarded and 
violated the terms of its tariff schedules and subjected 
complainant to discrimination and undue prejudice, in 
violation of sections, 1, 2 and 3 of the act, and asks us 
to require defendant to discontinue the sale and use of 
tickets of the kind involved or else to define more spe- 
cifically the terms and conditions of their use. Just and 
reasonable reparation is also asked. 

The real point at issue is the proper interpretation 
of the terms employed to describe the members of the 
purchaser’s “immediate family” by whom the ticket could 
be used. Complainant contends, first, that the descriptive 
provision in the tariff referred to embraced two distinct 
classes of persons—those living with, and those entirely 
dependent upon, the purchaser of the ticket; second, 
that the phrase “entirely dependent upon” is vague and 
indefinite. 

We cannot agree with these contentions. The de- 
scriptive provision involved may not be expressed as 
carefully as it might have been, but in our opinion can- 
not be construed fairly to include two distinct classes 
of persons. It provides two distinct qualifications which 
every person using the ticket, except the purchaser, 
The purchaser_of the ticket, members 


must possess. 
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of his immediate family, and his servants are entitled 
to use the tickets, and the qualifications specified for 
members of the purchaser’s immediate family are in- 
tended to define the term “immediate family.” The 
phrase “entirely dependent upon” is not at all vague 
and indefinite, since the expression “entirely dependent 
upon” is commonly understood to mean dependent for 
all necessaries, including support. Complainant’s son- 
in-law, moreover, was not within the purview of the de- 
scription in any event, as the stipulation of facts states 
that he was not dependent upon complainant. The fact 
that defendant had carried complainant’s son-in-law upon 
a similar ticket held by complainant during the previous 
year is entirely irrelevant. One violation of the Act to 
regulate commerce affords no basis for a subsequent 
similar violation. It does not appear, moreover, that in 
1912 defendant or its agents knew the precise relation- 
ship between complainant and his son-in-law. Defendant 
has since changed the descriptive provision in its tariff 
to read as follows: 


The expression “immediate family’? applies to only those 
persons who live with and are entirely dependent for support 
upon the person whose name appears on face of ticket. 


Upon all of the facts disclosed we find that defend- 
ant lawfully and properly refused to honor complainant’s 
ticket for the carriage of his son-in-law, and as no reme- 
dial action appears to be necessary, an order dismissing 
the complaint will be entered. 





ORDER. 
It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


LUMBER RECONSIGNMENT 


os 


CASE NO. 6839 (33 I. C. C., 595-597) 
RAYNER & PARKER VS. LOUISVILLE & NASHVILLE 
RAILROAD CO. ET AL. 


Submitted Oct. 1, 1914. Decided April 3, 1915. 


Reconsignment, Lumber, at $5 Per Car.—Complainant shipped 
from Poley, Ala., a car of lumber consigned in the first in- 
stance to Altoona, Pa., but reconsigned in transit to Nichol- 
son, Pa. The reconsignment was effected by the Louisville 
& Nashville R. R. Co. at Cincinnati, O., and charges were 
collected at Nicholson upon basis of the combination of 
rates to and from that point. Upon complaint alleging that 
such charges were uMreasonable; Held, That upon the facts 
of record in this case and for the reasons stated in Central 
Commercial Co. vs. L. & N. R. R., 27 I. C. C., 114, 33 I. C. 
C., 164, reconsignment should have been permitted upon 
basis of the joint through rate contemporaneously in effect 
from Poley to Nicholson, plus $5 for services rendered in 
effecting the reconsgnment. Reparation awarded. 


J. P. Bakey for complainants. 

William Burger for Louisville & Nashville Railroad 
Co. 

Report of the Commission. 
BY THE COMMISSION: 

Complainants are Robert B. Rayner and Harry G. 
Parker, copartners, trading under the firm name of Ray: 
ner & Parker, engaged in the wholesale lumber business, 
with offices at Philadelphia, Pa. By complaint, filed April 
24, 1914, they allege that a combination rate of 38 cents 
per 100 pounds charged on a carload shipment of lumber 
from Poley, Ala., originally consigned to Altoona, Pa., 
but reconsigned in transit to Nicholson, Pa., was un- 
reasonable to the extent that it exceeded a joint through 
rate of 29 cents from Poley to Nicholson, plus a reason- 
able reconsignment charge. 

Poley is on the line of the Louisville & Nashville 
Railroad Co., about 705 miles south of Cincinnati. The 
shipment weighed 40,800 pounds and moved from Poley 
Dec. 19, 1912. On Dec. 23, 1912, complainants wired de- 
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fendant Louisville & Nashville Railroad Co. to divert the 
car to Nicholson. The Louisville & Nashville intercepted 
the car and complied with the order at Cincinnati. The 
request was made within a reasonable time, the contents 
of the car remained unchanged, and no out-of-line haul 
was necessary. Charges were collected at Nicholson in 
the sum of $155.04, based on the combination of rates 
to and from Cincinnati—21 cents to Cincinnati and 17 
cents beyond. Complainants paid the charges. A joint 
rate of 29 cents’ was concurrently in effect over the 
route of movement from Poley to Nicholson, at which 
rate the charges would have amounted to $118.32. Com- 
plainants ask the difference, less a reasonable charge for 
the services rendered in effecting the diversion. 

The tariff regulations applicable to the diversion were 
the regulations of the Louisville & Nashville Railroad 
Co., which provided for diversion or reconsignment only 


in case of— 


(a) The commercial failure or insolvency of the original 
consignee. 

(b) The refusal of. property by original consignee growing 
out of unreasonable or excessive delay to the freight while in 
transit. 

(c) The refusal of property by original consignee growing 
out of an act of God or the public enemy— 


and then only when the original contents of the car 
remained unchanged; where the movement was over 
routes over which through routes and divisions were 
established, and when the changed destination was be- 
yond or on a through route from original shipping point 
to final destination. 

The Louisville & Nashville Railroad is the only one 
of the five defendants that participated in the trans- 


_portation of the shipment involved that actively opposes 


complainants’ contentions and the relief sought. Its re- 
sistance is based on its firm opposition to general diver- 
sion or reconsignment rules broader than those applicable 
under the rules which it maintains. 

The contention is concluded by our decision in Cen- 
tral Commercial Co. vs. L. & N. R. R. Co., 27 I. C. C., 114 
(The Traffic World, June 14, 1913, p. 1254); 33 I. C. C., 
164 (The Traffic World, March 13, 1915, p. 540). At the 
hearing in this case the Louisville & Nashville expressed 
its willingness to abide by our decision upon rehearing 
in the Central Commercial Co. case. y 

We find upon all of the facts of record in this case 
that defendant Louisville & Nashville Railroad Co.’s rules 
were unreasonable in that they did not provide for the 
reconsignment or diversion involved on the basis of the 
joint through rate contemporanenously in effect from the 
point of origin to the point of final destination, with an 
additional maximum charge of $5 for the services ren- 
dered in effecting the reconsignment or diversion, which 
rule and charge we find would have been and for the 
future will be just and reasonable. 

We further find that complainants made the ship- 
ment described in the foregoing statement of facts and 
paid charges thereon at the rate of 38 cents per 100 
pounds; that such charges were unreasonable to the ex- 
tent that they exceeded the charges that would have 
accrued on the basis of the joint through rate of 29 cents 
per 100 pounds contemporaneously in effect from Poley, 
Ala., to Nicholson, Pa., plus a charge of $5 for the serv- 
ices rendered in connection with the reconsignment -en 
route; that complainants have been damaged to the ex- 
tent of the difference between the charges paid and the 
charges which would have accrued on the basis of the 
rate and charge herein found reasonable, and that it is 
therefore entitled to an award of reparation in the sum 
of $31.72, with interest from Jan. 1, 1913. 
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An order will be entered in accordance with these 
findings. nf 


ORDER. 


It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease and de- 
sist, on or before July 1, 1915, and thereafter to abstain, 
from charging, demanding, collecting or receiving for the 
transportation of lumber in carloads from Poley, Ala., 
consigned to Altoona, Pa., and diverted in transit to 
Nicholson, Pa., where no additional or out-of-line haul 
is made necessary by reason of such diversion, and in 
cases where request is made for such reconsignment or 
diversion in reasonable time, any rate in excess of that 
applicable for the through transportation of lumber in 
carloads from Poley, Ala., to Nicholson, Pa., plus a maxi- 
mum charge of $5 per car. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on 
or before July 1, 1915, upon notice to the Interstate Com- 
merce Commission and to the general public by not less 
than five days’ filing and posting in the manner prescribed 
in section 6 of the Act to regulate commerce, and there- 
after to maintain and apply to the transportation of lum- 
ber in carloads from Poley, Ala., to Altoona, Pa., and 
diverted in transit to Nicholson, Pa., at points where no 
additional or out-of-line haul is made necessary by reason 
of such diversion, and in cases where the contents of 
the car remain unchanged and where request is made 
for such reconsignment and diversion in reasonable time, 
a charge not in excess of the through rate contempora- 
neously maintained from Poley, Ala., to Nicholson, Pa., 
plus a charge of not more than $5 per car as compensation 
for the services rendered incident to such diversion. 

It is further ordered, That the above-named defend- 
ants be, and they are hereby, authorized and directed to 
pay to complainants, Robegt B. Rayner and Harry G. 
Parker, copartners, trading as Rayner & Parker, on or 
before July 1, 1915, the sum of $31.72, with interest 
thereon at the rate of 6 per cent per annum from Jan. 
1, 1913, as reparation on account of charges collected 
for the transportation of one carload of lumber shipped 
from Poley, Ala., to Altoona, Pa., and reconsigned in 
transit to Nicholson, Pa., which charges so _ colletced 
have been found to have been unreasonable, as more 
fully and at large appears in and by said report of the 
Commission. 

It is further ordered, That this order, except the 
paragraph next preceding, shall continue in force for a 
peroid of not less than two years from the date when 
it shall take effect. 


RATES ON SHEEP 
CASE NO. 6488" (33 I. C. C., 597-600) 
C. H. JOHNSON, I. SELIG AND J. SELIG, DOING BUSI- 
NESS UNDER THE NAME OF J. G. JOHNSON, VS. 
SOUTHERN PACIFIC CO. 
CASE NO. 6488 (SUB-NO. 1) 
SAME VS. SOUTHERN PACIFIC CO. ET AL. 


Submitted Dec. 24, 1914. Decided April 3, 1915. 


1. Double-deck Sheep Rate Unreasonable.—Defendant’s tariff 
rule prescribing 200 per cent of the rates applicable on ship- 
ments of sheep in single-deck cars for the transportation of 
sheep in double-deck cars found to be unreasonable. 

-. Reparation Awarded.—Rate charged by defendant Southern 
Pacific Co. for the transportation of sheep in carloads from 
Midland, Ore., to San Francisco, Cal., found to have been un- 
easonable. Reparation awarded. 


J. O. Bracken for complainant. 
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F. H. Wood, C. W. Durbrow and George D, Squires 
for Southern Pacific Co. 
C. H. Helpling for Western Pacific Railway Co. 


Report of the Commission. 


BY THE COMMISSION: 

Complainants are copartners engaged in the live stock 
business in San Francisco, Cal. By complaint, filed Jan. 
10, 1914, they allege that the charges collected by the 
Southern Pacific Co. for the transportation of certain car- 
loads of sheep from Midland, Ore., to San Francisco 
were unreasonable and.unjustly discriminatory, and by 
complaint filed March 18, 1914, that the cancellation of 
defendants’ tariff rule providing for the transportation of 
sheep in double-deck cars at 170 per cent of the rates 
contemporaneously applicable on sheep in single-deck 
cars subjects them to unreasonable rates for the trans- 
portation of sheep from points in Oregon, Utah, and Ne- 
vada to San Francisco, Stock Yards and Oakland, Cal. 
Reparation is asked in the first complaint, the re-estab- 
lishment of the tariff rule canceled in the second. 

The shipment named in the original complaint con: 
sisted of 26 carloads of sheep forwarded from Midland 
in January and February, 1913. Double-deck cars were 
ordered for every shipment, but single-deck cars were 
furnished, and charges were collected on the basis of the 
rates applicable to single-deck cars—$1,781.80 at a rate 
of $89.09 per car on 20 of the cars, $520.98 at a rate of 
$86.83 on the remaining 6 cars. 

This question as to this defendant’s tariffs and prac- 
tices has been before us several times during the past 
five years. In 1910 defendant’s tariffs applicable from 
points in California to points in Washington provided 
that, owing to the limited number of double-deck cars 
owned by defendant, it would furnish them only when 
convenient for it to do so, and when so furnished the 
charge would be 170 per cent of that applicable on 
single-deck cars, but that if double-deck cars were ordered 
and single-deck cars were furnished, rates for single-deck 
cars would be charged. 

In Maricopa County Commercial Club vs. S. P. Co., 
22 I. C. C., 429 (The Traffic World, Feb. 24, 1912, p. 346), 
upon complaint alleging unreasonable rates on cattle and 
sheep from Phoenix, Ariz., to Los Angeles, Cal., we did 
not prescribe a percentage relationship of rates, but the 
rate prescribed on sheep in double-deck cars was 170 per 
cent of that prescribed for sheep in single-deck cars. 

In Carstens Packing Co. vs. S. P. Co., 23 I. C. C., 236 
(The Traffic World, April 27, 1912, p. 841), we found that 
the rates attacked were not shown to be unreasonable 
or unjustly discriminatory, but that so long as defendant 
offered double-deck rates it must provide in its tariffs 
that when it was unable to furnish double-deck car 
ordered it would provide two single-deck cars in lieu 
thereof, and the charges on the same would be the same 
as for the double-deck car ordered. Defendant there- 
upon published a tariff rule providing that, owing to the 
limited number of double-deck cars owned by it, it would 
furnish same only when convenient and would charge 
for same 200 per cent of the rate provided for single- 
deck cars of the same length. This rule was not applica- 
ble from points in Utah and Nevada to California points. 
The provision for using a double-deck car at 170 per cent 
of the rate applicable to a single-deck car was continued 
from these points until Sept. 1, 1913, when it was super- 
seded by a provision for rate on double-deck car to be 
200 per cent of that applicable to single-deck car. 

In American National Live Stock Assn. vs. S. P. Co., 
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26 I. C. C., 37 (The Traffic World, Feb. 8, 1913, p. 367), 
we prescribed scale of distance rates on beef cattle, and 
also on sheep or goats in single-deck and in double-deck 
cars. The rates and minimum weights on sheep in double- 
deck cars were made the same as the rates and minimum 
weights on fat cattle. We there said: 

If sheep are to be transported in double-deck cars at all, 


there would seem to be no very good reason why the rate 
should be higher than on fat cattle. 


On supplemental hearing in the American National 
Live Stock Association case, supra, 32 I. C. C., 515 (The 
Traffic World, Jan. 30, 1915, p. 201), we adhered to the 
finding that the rates and minimum weights for the trans- 
portation of sheep in double-deck cars from points in 
Arizona to points in California should be the same as the 
rates on fat cattle. The contention of the Southern Pa- 
cific that the use of double-deck cars on the heavy grades 
and sharp curves of its mountain divisions was dangerous 
to the traffic and detrimental to the equipment was held 
to be not applicable on the line from Arizona to California. 
It is also to be noted that defendant has long provided 
and still provides for transportation of such cars. The 
argument that if the Southern Pacific were required to 
establish the double-deck rates prescribed in the original 
report it would be obliged to furnish that equipment for 
shipments from all points in southern Arizona, which it 
would. be unable to do with the limited number of double- 
deck cars owned by it, was answered by the showing 
that for three years the total movement from southern 
Arizona points to California points via the Southern Pa- 
cific had not averaged more than 25 or 30 single-deck 
cars annually. The contention that the empty movement 
of double-deck cars is necessarily greater than that of 
single-deck cars for the transportation of commodities 
other than live stock was met by the showing that the 
Santa Fe, which was also a defendant in that case, had 
provided itself with double-deck cars with adjustable up- 
per decks which, when not in use for double-deck ship- 
ments, may be raised to a height that permits the use 
of the cars for transporting the numerous other com- 
modities for which stock cars are suitable. It was shown 
that the average loading of sheep in double-deck cars 
36 feet in length was slightly over 18,600 pounds, while 
the average loading of cattle in cars of the same length 
was 25,150 pounds, and thus that the difference in the 
loading entirely offset the extra dead weight of the double- 
deck cars. Manifestly, the dead weight of a double-deck 
car is substantially less than that of two single-deck cars. 

Our findings in these cases were clearly to the effect 
that the charges on one double-deck car should be lower 
than those on two single-deck cars, and nothing has been 
presented which convinces us that that principle is 
erroneous. 


Upon all of the facts of record we find that defendants 
have failed to sustain their burden of proof and that 
defendants’ rates on sheep in double-deck cars between 
the points here involved were and are unreasonable to 
the extent that they exceeded and exceed 170 per cent 
of the rates contemporaneously in effect between the same 
points on sheep in single-deck cars. We further find that 
the shipments named in the foregoing statement’ of facts 
were made as described, that complainants were the con- 
signees thereof, that charges were paid by the consignor 
at rates herein found unreasonable, that the consignor 
duly assigned his claims to complainants, and that com- 
plainants are entitled to reparation in the sum, of $345.45, 
with interest from Feb. 17, 1913. 

Orders will be entered accordingly. 
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ORDERS. 
No. 6488. 


It is ordered, That the above-named defendant be, 
and it is hereby, authorized and directed to pay unto com- 
plainants, C. H. Johnson, I. Selig and J. Selig, doing busi- 
ness under the name of J. G. Johnson, on or before July 
1, 1915, the sum of $345.45, with interest thereon at the 
rate of 6 per cent per annum from Feb. 17, 1913, as rep- 
aration on account of rates charged for the transportation 
of 26 carloads of sheep from Midland, Ore., to San Fran- 
cisco, Cal., in the months of January and February, 1913, 
which rates so charged have been found to have been 
unreasonable, as more fully and at large appears in and 
by said report of the Commission. 


No. 6488 (Sub-No. 1) 
It is ordered, That said defendants be, and they are 


' hereby, notified and required to cease and desist, on or 


before July 1, 1915, and thereafter to abstain, from charg- 
ing, demanding, collecting or receiving their present rates 
for the transportation of sheep in double-deck cars from 
points in the states of Oregon, Utah and Nevada to San 
Francisco, Stock Yards and Oakland, Cal., which 1ates 
have been found in said report to be unreasonable. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on 
or before July 1, 1915, upon notice to the Interstate Com- 
merce Commission and to the general public by not less 
than five days’ filing and posting in the manner prescribed 
in section 6 of the Act to regulate commerce, and there- 
after to maintain rates for the transportation of sheep 
in double-deck cars from points in the states of Oregon, 
Utah and Nevada to San Francisco, Stock Yards and 
Oakland, Cal.. that shall not exceed 170 per cent of their 
rates contemporaneously maintained for the transporta- 
tion of sheep in single-deck cars. 

ee as 


HARDWOOD FROM THE SOUTH 


I. & S. NO. 490 (23 I. C. C., 601-608) 

LUMBER TRANSIT PRIVILEGES AT BUFFALO, N. Y., 

CASE NO. 7506 

BUFFALO LUMBER EXCHANGE AND BUFFALO 
CHAMBER OF COMMERCE VS. ALABAMA CEN- 
TRAL RAILWAY ET AL. 


Submitted March 20, 1915. Decided April 26, 1915. 


1. Hardwood Increases Not Justified.—Proposed increased rates 
for the transportation of hardwood lumber from southern 
points, stopped in transit at Buffalo, N. Y., and reconsigned 
to points east, northeast and southeast thereof, found not 
to have been justified. 

2. Transit Rules at Buffalo Unreasonable in Part.—Rates, regu- 
lations and practices of defendant southern lines applying 
to the transportation of hardwood lumber stopped in transit 
at Buffalo, N. Y., not found to be unreasonable or unjustl) 
discriminatory, except as to the rule published by the Mor- 
gan’s Louisiana & Texas R. R. & S. S. Co. providing for 
application of combination rates on shipments routed over 
certain lines, which is found to be unreasonable. 


Littleford, James, Ballard & Frost, A. W. Krein- 
heder, Francis B. James, E. E. Williamson and Frank E. 
Williamson for protestants and complainants. 

R. Walton Moore and C. D. Drayton for Alabama 
reat Southern Railroad Co., Alabama & Vicksburg Rail- 
way Co. and other carriers. 

T. H. Burgess for Erie Railroad Co. and Chicago & 
Erie Railroad Co. 

W. A. Northcutt, E. H. Dulaney and E. E. Mohr for 
Louisville & Nashville Railroad Co. 

A. A. Hoehling, Jr., for Louisiana & Western Rail- 
road Co., Morgan’s Louisiana & Texas Railroad & Steam- 
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ship Co., Iberia & Vermilion Railroad Co. and Lake 
Charles & Northern Railroad Co. 

D. P. Connell for New York Central lines. 

H. D. Palmer and J. L. Minnis for Wabash Railroad 
Co. and E. B. Pryor, receiver. 

H. D. Palmer for New York, Chicago & St. Louis 
Railroad Co. 

T. M. True for Apalachicola Northern Railroad Co. 
and L. H. Dimmitt, receiver. 

Charles Barham for Nashville, 
Louis Railway. 

E. K. Bryan, ZJr., 
Railroad Co. 









Chattanooga & St. 





for Yazoo & Mississippi Valley 






Report of the Commission. 






McCHORD, Chairman: / 

These cases are related and will be disposed of in 
one report. Investigation and Suspension Docket No. 
490 involves certain proposed changes in the transit 
regulations of the Erie Railroad Co.. the Lake Shore 
& Michigan Southern Railway Co., the Michigan Central 
Railroad Co., the New York, Chicago & St. Louis Rail- 
road Co. and the Wabash Railroad Co., hereinafter re- 
ferred to as the Buffalo lines. No. 7506 also challenges 
the reasonableness of the proposed transit regulations 
of the Buffalo lines, and in addition involves the rates, 
transit regulations and practices of numerous carriers 
whose lines are south of the Ohio and Potomac rivers 
and west of the Mississippi River, hereinafter called the 
southern lines. 

The Buffalo lines filed tariffs with the Commission 
to become effective in July, 1914, which provided, in 
effect, that rough hardwood lumber originating south 
of the Ohio River (except Louisville, Ky.) and west of 
the Mississippi River, consigned to Buffalo, East Buf- 
falo, Black Rock and North Tonawanda, N. Y., for stor- 
age, inspection, assorting, kiln drying, and reconsign- 
ment to points beyond, would be subject to the local or 
proportional rate to the Ohio or Mississippi River cross- 
ing through which the shipment moved, plus the local 
or proportional rate from said crossing to the final desti- 
nation, and fixed a charge of one-half cent per 100 
pounds, minimum $3 per car, for the transit service. 
On protest of the Buffalo Lumber Exchange, a voluntary 
association of individuals, firms and corporations en- 
gaged in the lumber business at Buffalo, N. Y., and 
Vicinity, these tariffs were suspended until Nov. 12, 
1914, and by the Commission’s order of Oct. 15, 1914, 
the period of suspension was extended to May 12, 1915. 


On Nov. 28, 1914, the Buffalo Lumber Exchange and 
the Buffalo Chamber of Commerce, which latter organi- 
zation is also a voluntary association of individuals, 
firms and corporations engaged in the lumber trade and 
other business enterprises at Buffalo, N. Y., and vicin- 
ity, filed formal complaint against the southern lines, as 
Well as the Buffalo lines and other carriers whose roads 
lie north of the Ohio and Potomac rivers and east of 
the Mississippi River, alleging that the rates, transit 
Tules and practices of the southern lines when applied 
in connection with those of the Buffalo lines are unjust 
and unreasonable and result in unreasonable and unjustly 
discriminatory charges, in violation of sections 1, 2, 3 
and 4 of the Act to regulate commerce. 

The tariffs which the schedules under suspension in 
Investigation & Suspension Docket No. 490 purport to 
cance] authorize the consignment of rough hardwood. 
lumber to Buffalo, East Buffalo, Black Rock and North 
Tonawanda, N. Y., for the transit purposes above men- 
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tioned and the forwarding thence to points beyond, to 
which routing via Buffalo is provided on basis of the 
through rate plus a charge of $5 per car. In order to 
avoid departure from the provisions of the amended 
fourth section of the act, certain of the Buffalo lines 
provide in their tariffs that where the through rate to 
the final destination does not equal the rate to Buffalo, 
the combination of rates to and from Buffalo will be 
applied, and that in such cases no charge will be made 
for the transit service. The tariff of the Michigan Cen- 
tral Railroad Co. differs from the tariffs of the other 
Buffalo lines in that it prohibits the application of the 
through rate on transit shipments originating on the 
Chicago & Eastern Illinois Railroad, the Cincinnati, New 
Orleans & Texas Pacific Railway, the Norfolk & Western 
Railway, the Louisville & Nashville Railroad and the 
Illinois Central Railroad. 

The tariffs of the southern lines contain a generai 
rule in regard to terminal, transit and other privileges 
and charges, which provides, in substance, that in the 
absence of specific tariff provisions to the contrary, 
property destined to points beyond the lines of the in- 
itial carrier is entitled to such privileges and subject 
to such charges as are provided in the tariffs published 
and lawfully on file with the Interstate Commerce Com- 
mission of the carriers granting the privileges and per- 
forming the services. Under authority of this rule, the 
Buffalo lines apply to traffic originating on the southern 
lines the provisions relating to transit published in their 
own tariffs. 

Briefly stated, the protestants demand that the car- 
riers shall continue to accord the right to consign rough 
hardwood lumber to Buffalo, East Buffalo, Black Rock 
and North Tonawanda, N. Y., for storage, inspection, 
assorting, kiln drying and reconsignment, and apply to 
the transportation of such traffic the through rates from 
points of origin on the southern lines to final destina- 
tions east, northeast and southeast of Buffalo, plus a 
reasonable charge for the transit service. The protest- 
ants do not allege that the provision in the suspended 
tariffs for a transit charge of one-half cent per 100 
pounds, minimum $3 per car, is unreasonable or other- 
wise unlawful, and their only substantial cause of com- 
plaint is on account of the attempt to substitute the 
combination of rates through Ohio and Mississippi River 
crossings for the specific through rates on transit ship- 
ments. 

The direct effect of the proposed change would be 
an increase in the total rates, ranging from one-half cent 
to 14 cents per 100 pounds, and an added transporta- 
tion expense of marketing the lumber varying from 15 
cents to $5.95 per 1,000 feet, the amount .of increase 
varying with the point of origin and destination and 
the river crossing through which the shipment moved. 
The record contains much testimony tending to show 
that such an increase in rates would in practical effect 
amount to a denial of the transit service and very seri- 
ously injure Buffalo as a wholesale market for hard- 
wood lumber. 

Representatives of the Buffalo lines testified that 
they are willing and desire to apply through rates on 
lumber accorded transit service at Buffalo, provided the 
southern lines will accept the same division of the joint 
through rate as they accept on direct through shipments 
via Buffalo to the same destinations. The southern lines 
interposed no objections to applying the through rate on 
shipments stopped at Buffalo for transit purposes, but 
insisted that they are entitled to receive on such traffic 
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the established division of the Buffalo rate. Their un- 
willingness to participate in the transit arrangement at 
Buffalo to the extent of readjusting their divisions of 
the through rates arises chiefly from the fact that their 
proportion of the through rate to Buffalo is in nearly 
all cases greater than that received on traffic destined 
to points beyond Buffalo. 

Under section 15 of the act, the burden of showing 
that an increased rate or proposed increased rate is 
just and reasonable rests upon the carriers. The south- 
ern lines maintain that there has been no change in 
their regulations or practices which effected an increase 
in rates, and that they are under no obligation to justify 
the increased rates resulting from the change in the 
transit regulations of the Buffalo lines, nor did they 
undertake to do so. The Buffalo lines claim in justifi- 
cation of their action that it is unprofitable to continue 
the transit arrangement on basis of the through rate in 
view of the refusal of the southern lines to participate 
therein to the extent of readjusting their divisions when 
shipments forwarded to Buffalo for transit purposes are 
reshipped to points beyond. It is not contended by the 
carriers that the through rates are less than reasonable, 
and there appears to be no controversy between the 
southern and northern lines in regard to divisions on 
direct through shipments. 

In a case recently decided, Transit Regulations on 
Grain and Dried Beans, 32 I. C. C., 38 (The Traffic 
World, Dec. 19, 1914, p. 1112), which involved a some- 
what similar state of facts, the Commission said that 
“where an existing rate is just and reasonable, we are 
of opinion that disagreement among carriers in respect 
to divisions ought not to impose upon shippers an in- 
creased burden.” <A careful study of the record in these 
proceedings leads to the conclusion that the controlling 
reason for the proposed increase in rates was the dis- 
satisfaction of the Buffalo lines with their earnings on 
lumber stopped at Buffalo for transit. purposes and their 
inability to induce the southern lines to accept on suca 
traffic less than their proportion of the Buffalo rate. 
An increase in rates cannot be justified on the ground 
that a particular carrier, which transports shipments 
_ over Only a comparatively small portion of the entire 
through route, receives an unsatisfactory division of the 
joint rate. 

Upon all the facts of record, we are of the opinion 
and find that the evidence in this case does not justify 
the proposed increase in rates. 


The complainants in No. 7506 allege that the rates, 
transit regulations and practices of the southern lines, 
as a whole, are unreasonable, but the hearings in these 
proceedings, disclosed that the principal if not the only 
purpose in filing this complaint was to secure an order 
from the Commission requiring the southern lines to 
participate in the transit arrangement at Buffalo. Al- 
though the tariffs published by these carriers contain a 
general rule which permits connecting lines to accord 
transit privileges, it appears that they have uniformly 
declined to readjust their divisions on traffic diverted or 
reconsigned at points on connecting roads. In order to 
make clear their attitude in this respect and to serve 
notice on connecting lines that in the absence of an 
agreement to the contrary they will not participate in 
transit arrangements at points off their own rails, some 
of the southern lines added to their tariffs the following 
note: 


The granting of the privileges and performance of the 
services described in this note shall be entirely upon the re- 
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sponsibility and at the cost of the carriers granting the pr'v- 
ileges and performing the services, and without requiring ‘he 
participation therein of any other carrier in the absence of 
authority therefor from such other carrier. 


Witnesses for the carriers testified that the northern 
lines construe this rule as preventing them from accept- 
ing their regular percentage proportion of the remainder 
of the joint through rate aceruing to the carriers north 
of the river crossings, which has been “shrunk” or re- 
duced below the established division on through trafiic, 
as a result of the southern lines’ refusal to accept less 
than their full proportion of the Buffalo rate, but mani- 
fectly the sole purpose and effect of the rule is to elimi- 
nate any basis for the contention that connecting carriers 
may demand, as a matter of right, that other carriers, 
parties to the tariffs, shall be required to participate in 
transit arrangements which connecting carriers may see 
fit to establish. 

The complainants ask the Commission to condemn 
as unreasonable the above-described rule and practice 
of the southern lines and pray for an order directing 
the defendants to accept on transit shipments their 
established divisions of the joint rates on direct througli 
shipments from points of origin to final destinations. 
This rule and practice would seem to be of direct con- 
cern only to the connecting carriers, and apparently is 
of no interest to the complainants, except indirectly, and 
to the extent that it supplied a motive for the proposed 
change in the transit regulations of the Buffalo lines. 

The contentions of the complainants were concurred 
in by the Buffalo lines, but were vigorously resisted by 
the southern lines, and many reasons were presented in 
justification of their refusal to participate in transit 
arrangements at Buffalo or other points beyond their 
own rails. Without undertaking to determine whether 
the attitude of the southern lines is correct, or to dis- 
cuss in detail their objections to transit in general and 
participation in the particular transit arrangements in- 
volved in these proceedings, some of the more impor- 
tant arguments against this demand of the complainants 
will be mentioned. 

The fundamental objection to joining in the transit 
arrangement at Buffalo is the reduction in revenues that 
would result. The record shows that the through rates, 
as a general rule, are lower than the combination of 
rates based on Ohio River crossings. In division of the 
through rates the northern lines receive in most instances 
their local rates from the river crossing to destination, 
and it follows that the division accruing to the southern 
lines is less than their local rates. It has been explained 
heretofore that the southern lines’ division of the rate 
to Buffalo is greater than their division of the rates to 
points beyond Buffalo, and it is apparent, therefore, that 
a readjustment of divisions on traffic transited at Buffalo 
would involve a further reduction of their earnings. The 
southern lines earnestly insist that as transit at Buffalo 
is of benefit to the northern lines alone, they should 
not be expected or required to participate therein, inas- 
much as such participation would place upon them the 
entire cost of maintaining the ‘arrangement. They also 
urge that the southern lines, with certain exceptions, de 
not grant similar transit services on their own roads, 
and to require them to participate in transit at Buffalo 
would result in discrimination which could be removed 
only by an indefinite extension of transit to all points 
on the through route, thereby placing an undve burden 
upon the facilities and resources of the carriers. It is 
contended further that participation in transit arrange- 
ments at points on connecting lines would impose upor 
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them the duty to properly and effectively police the 
practice in order to prevent unlawful substitution or 
other infractions of the law. They maintain that since, 
under the transit arrangement in effect at Buffalo sub- 
stitution of tonnage is practiced, the revenues of the 
southern lines, in the event they were required to read- 
just their divisions on transit shipments, might be re- 
duced by the use of the inbound freight bills on lumber 
from the South, in the reshipment of lumber from west- 
ern points, and that they might also incur criminal 
liability. On behalf of the complainants it is claimed 
that the lumber dealers at Buffalo are conforming to the 
policing rules published by the carriers and that no 
unlawful substitution is practiced. The legality of the 
transit policing rules at Buffalo and the practice of the 
shippers thereunder is not in issue in this proceeding, 
and no opinion as to that matter is expressed. 

A variation from the note appearing in the tariffs of 
certain of the southern lines is found in the tariff issued 
by the Morgan’s Louisiana & Texas Railroad & Steam- 
ship Co., Louisiana Western Railroad Co., Iberia & Ver- 
milion Railroad Co. and Lake Charles & Northern Rail- 
road Co., which contains the following exception to the 
usual rule in regard to transit at points on connecting 
lines: 

Through rates named in this tariff to substituted destina- 
tions will not be protected on shipments moving via’the Illinois 
Central and Louisville & Nashville R. R., destined to points 
beyond these lines, reconsigned on other lines. In such 
cases, combinations of locals to and from junction points of the 


Illinois Central or the Louisville & Nashville R. R. with con- 
necting lines beyond will apply. 


These lines, in answer to the complaint, stated— 


They were forced to incorporate the clause complained of in 
their tariffs as named by reason of the fact that their connec- 
tions, viz, the Illinois Central R. R. Co. and the Louisville & 
Nashville R. R. Co., served notice upon them that they would 
not accept their proportion of rate to reconsigned destinations; 
that respondents, therefore, in order to protect their revenue, 
were compelled to qualify the application of the omnibus clause 
with reference to terminal charges and allowances and other 
privileges, etc. 


What effect the application of this note has upon 
traffic stopped in transit at Buffalo was not developed at 
the hearing, but inasmuch as the Illinois Central Rail- 
road and the Louisville & Nashville Railroad deliver 
shipments to connecting lines at Ohio River crossings, 
it seems probable that the rule operates, in most in- 
stances, to establish the combination of rates on these 
crossings, and therefore increases the through rates to 
the same extent as the proposed rule of the Buffalo 
lines. It will also be observed that like reasons prompted 
the change. Upon these facts the Commission holds 
that the increase in rates complained of has not been 
justified, and that the provision in question should be 
canceled, which will result in making applicable the 
through rates named in the tariff. 

The complaint of unjust discrimination is founded 
primarily on the fact that many of the southern lines 
permit shipments of lumber to be stopped in transit at 
points south of the Ohio and Potomac rivers for storage, 
assorting, etc., and apply the through rate plus an addi- 
tional charge in some instances for the service, when 
reshipped through Buffalo to points east, northeast and 
southeast thereof. It is stated. in the complaint that 
‘ertain southern lines do not publish a tariff rule author- 
izing transit at points on connecting lines, but the rec- 
ord discloses that these carriers have incorporated in 


iheir tariffs a rule in relation to transit privileges of - 


ihe same general character as is found in the tariffs of 
other southern lines. 

Since the complaint of unjust discrimination appears 
to have been made as the result of inaccurate informa- 
tion concerning the tariff provisions, and with a view 
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to the situation which would confront the Buffalo lumber 
dealers under the operation of the suspended tariffs of 
the Buffalo lines, it is unnecessary to further notice this 
feature of the complaint. 

It is the view of the Commission, from consideration 
of ali the facts of record in these proceedings, that the 
complaint in No. 7506 should be dismissed except as to 
the provision published in tariff I. C. C. No. 2759-B, 
issued by the Morgan’s Louisiana & Texas Railroad & 
Steamship Co., Louisiana Western Railroad Co., Iberia 
& Vermilion Railroad Co., and Lake Charles & Northern 
Railroad Co., which, as previously stated, should be can- 
celed. 

The Commission will not undertake in this proceed- 
ing to determine the basis which should be employed in 
dividing through rates on transit shipments. If the car- 
riers are unable to agree upon divisions, they may insti- 
tute appropriate proceedings and secure determination 
of that matter. Orders will be entered in accordance 
with the findings herein announced. 





ORDERS. 


Investigation and Suspension Docket No. 490. 

It is ordered, That in so far as said schedules pro- 
pose to change transit regulations at the points named 
in said schedules, said schedules may be canceled on or 
before May 12, 1915, upon notice to the Interstate Com- 
merce Commission and to the general public by not less 
than one day’s filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce. 

It is further ordered, That if said schedules are not 
canceled to the extent and in the manner provided in 
the next preceding paragraph hereof on or before said 
May 12, 1915, respondents herein, parties to said sched- 
ules, be, and they are hereby, notified and required to 
establish, on or before June 12, 1915, upon notice to the 
Interstate Commerce Commission and to the general 
public by not less than one day’s filing And posting in 
the manner prescribed in section 6 of the Act to-regu- 
late commerce, the transit regulations as carried in 
schedules in effect at such points on July 12, 1914. 

And it is further ordered, That this order shall con- 
tinue in force for a period of not less than two years 
from the date when it shall take effect. 


No. 7506. 


It is ordered, That defendants, Morgan’s Louisiana 
& Texas Railroad & Steamship Co., Louisiana Western 
Railroad Co., Iberia & Vermilion Railroad Co. and Lake 
Charles & Northern Railroad Co. be, and they are here- 
by, notified and required to cancel, on or before June 
12, 1915, upon notice to the Interstate Commerce Com- 
mission and the general public by not less than one 
day’s filing and posting in the manner prescribed in 
section 6 of the Act to regulate commerce, the rule pub- 
lished in item 75-A, supplement No. 4 to their tariff, 
I. C. C. No. 2759-B, effective Sept. 27, 1914, reading as 
follows: 


Exception.—Through rates named in this tariff to substi- 
tuted destinations will not be protected on shipments moving 
via the Illinois Central and Louisville & Nashville railroads des- 
tined to points beyond these lines, reconsigned on other lines. 
In such cases, combination of local rates to and from junction 
points of the Illinois Central or the Louisville & Nashville rail- 
roads with connecting lines beyond will apply. 


It is further ordered, That except as to the above- 
named defendants, Morgan’s Louisiana &-Texas Railroad 
& Steamship Co., Louisiana Western Railroad Co., Iberia 
& Vermilion Railroad Co. and Lake Charles & Northern 
Railroad Co., the complaint be, and it is hereby, dis- 
missed, 
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COMPROMISE RATES ON PAPER 
I. & S. NO. 495 (33 I. C. C., 609-612) 
RATES ON PAPER AND OTHER COMMODITIES 
FROM NEW ENGLAND POINTS TO NEW YORK, 
N. Y., AND OTHER POINTS. 
Submitted March 4, 1915. Decided April 27, 1915. 
Increase in rates on paper of various kinds from New England 


points to New York, N. Y., and adjacent points found to 
have been justified in part. 


W. A. Cole for Boston & Maine Railroad. 

S. S. Perry for New York, New Haven & Hartford 
Railroad Co. 

Richard Van Ummersen for Boston & Albany Rail- 
road Co. 

C. H. Tiffany for New England Paper & Pulp Traf- 
fic Association. 

G. E. Rix for Lawrence Chamber of Commerce and 
Merrimac Paper Co. 

D. D. Devine for Continental Paper Bag Co. 

F. H. Babbitt for Robertson Paper Co. and other 
mills, 

Report of the Commission. 
BY THE COMMISSION: 

The Official Classification rates various kinds of 
paper, in less than carloads, third class. Respondents 
publish less-than-carload commodity rates from produc- 
ing points on their lines in New England to New York, 
N. Y., and New York delivery points lower than third 
class. By tariffs intended to take effect July 28, 1914, 
respondents proposed to cancel these commodity rates, 
leaving applicable the class rates. Upon protest from 
various paper manufacturers the tariffs proposing the 
cancelations were suspended until May 25, 1915. 


A blanket rate of 16 cents per 100 pounds applies 
to New York from the territory extending from Bright- 
wood, Mass., 140 miles from New York, to Bristol, 
N. H., 293 miles from New York; a rate of 20 cents 
from the territory north of Bristol to Groveton, N. H. 
Rates ranging from 14 cents to 20 cents apply to New 
York from points on the New York, New Haven & 
Hartford and Boston & Albany railroads. The third- 
class rates from the same originating territories to New 
York range from 20 cents to 33 cents per 100 pounds. 


Some time prior to the filing of the suspended tar- 
iffs the Boston & Maine Railroad experienced financial 
difficulties that rendered necessary an increase in its 
‘revenue. In an effort to devise means to remedy the 
situation the railroad commissions of Massachusetts, 
Vermont, New Hampshire and Maine held a number of 
informal hearings and conferences, which finally resulted 
in a revision of the Boston & Maine’s entire rate struc- 
ture. In March, 1914, the cancelation of less-than-car- 
load commodity rates on paper between points on its 
system and the application of third-class rates was 
authorized. The witness for the Boston & Maine testi- 
fied that the revision undertaken of the local rates dis- 
closed that the third-class rates between intermediate 
points on the Boston & Maine were higher in many in- 
stances than the cOmmodity rates maintained on the 
same traffic to New York, and that increases in the 
rates to New York were necessary to prevent violations 
of the long-and-short-haul rule of section 4 of the act. 


At the hearing the Boston & Maine offered a scale 
of rates to New York on paper in less-than-carload lots 
somewhat lower than the rates under suspension, as 
zone 1, 


follows: From represented by Holyoke and 
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Wheelwright, Mass., 20 cents per 100 pounds; from 
zone 2, represented by Turners Falls and Millers Falls, 
Mass., 22 cents; from zone 3, represented by Bellows 
Falls, Vt., and Claremont, N. H., on the north and Law- 
rence on the east, 25 cents; from zone 4, represented 
by Wells River, Vt., on the north and Milton, N. H., on 
the east, 27 cents; from zone 5, represented by Berlin 
and Groveton, N. H., on the north and Cumberland 
Mills, Me., on the east, 29 cents. The rates thus pro- 
posed from zones 1, 2 and 3'are on substantially the 
third-class basis. The rates from zones 4 and 5 are 
arbitrarily 2 and 4 cents, respectively, higher than the 
rates from zone 3. The papers to which these rates are 
to apply are building paper and enameled, glazed, sur- 
face coated, gummed, oiled, printing, roofing, tissue, 
toilet, waxed, wrapping, writing, news print, cardboard 
and tag board paper. The rates proposed from New 
York, New Haven & Hartford and Boston & Albany ter- 
ritory to New York are substantially third-class rates, 
except from a few points on the Boston & Albany west 
of Springfield, Mass. The expected points compete with 
Holyoke and Springfield, and the rates proposed from 
those points accordingly are made lower than third 
class. 

Respondents state that the rates now proposed are 
the result of a compromise with paper manufacturers 
throughout New England territory; that the manufac- 
turers principally interested in the proposed increased 
rates are the manufacturers located in the vicinity of 
Holyoke, Mass.; that the increase proposed from this 
section is from 16 cents to the third-class rate of 290 
cents, and that this adjustment is satisfactory to the 
manufacturers principally concerned. 

All of the protestants, with the exception of the 
Robertson Paper Co. of Bellows Falls, and other manu- 
facturers located at Bellows Falls and Claremont, ex- 
pressed satisfaction with the zone basis of rates pro- 
posed at the hearing. 

The present rate from Bellows Falls and Claremont 
is 16 cents. The suspended rate is 25 cents, the same 
as the rate proposed from the zone in which these 
points are located. The Bellows Falls and Claremont 
protestants urge that they are in active competition with 
mills located in western New York, Pennsylvania and 
West Virginia, which have rates on a parity with the 
present rates from New England producing points, and 
that if the proposed rates are permitted to take effect 
protestants will be driven from the New York market 
and forced to resort to western markets at a great dis- 
advantage in competition with western producers. Re- 
spondents have no control over the rates from the 
competitive territories named to New York,and the main- 
tenance by other carriers of rates on a lower basis 
than the rates proposed from New England territory is 
not sufficient to condemn the rates proposed. The third- 
class rate from Bellows Falls to Springfield, 84 miles, is 
18 cents, while the present rate on paper, in less than 
carloads, frum Bellows Falls to New York, 222 miles, 
through Springfield, is only 16 cents. Bellows Falls and 
Claremont protestants urge that from some New Eng- 
land points, Bellow Falls, for example, the rates pro- 
posed at the hearing are equal to the third-class rates, 
while from others the rates are only 60 or 65 per cent 
of third-class rates. While the proposed 25-cent rate 
from the zone in which Bellows Falls is located is 
lower from some points than the third-class rate, from 
numerous other points in this zone, of less distance 
from New York than Bellows Falls, the 25-cent rate is 
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the same as the third-class rate and represents the 
same relative increase as proposed from Bellows Falls. 
The greatest disparity between the proposed rates. and 
the third-class rates occurs at points in groups 4 and 5. 
The distances from these points to New York, however, 
are greater than from points in the other zones, and the 
disparity between the present rates and the third-class 
rates is likewise much greater than from the first three 
zones. Respondents assert that the points from which 
less than third-class rates will apply are not important, 
and that from the important producing points the pro- 
posed rates are‘on the third-class basis. Respondents 
also urge, and all of the protestants admit, that the 
present rates from New England points to New York on 
the traffic involved are abnormally low. 


Upon all of the facets of record we find that the 
rates proposed at the hearing by the Boston & Maine 
Railroad are reasonable and that the Boston & Albany 
Railroad and the New York, New Haven & Hartford 
Railroad have justified the increased rates which they 
proposed in the suspended tariffs An order will be 
entered vacating the order of suspension with respect 
to the suspended tariffs issued by the Boston & Albany 
Railroad and New York, New Haven & Hartford Rail- 
road as of May 25, 1915. The suspended tariffs of the 
Boston & Maine Railroad must be canceled on or be- 
fore June 25, 1915, but if such cancelation is effected 
on or before May 25, 1915, rates conforming to the 
rates proposed at the hearing may be established, effect- 
ive May 25, 1915, upon not less than five days’ lawful 
notice. 


An order will be entered accordingly. 





ORDER. 


It is ordered, That in so far as said schedules of 
the Boston & Maine Railroad propose to cancel the rates 
on paper and other commodities from and to the points 
named in its said schedules, said schedules may be can- 
celed on or before May 25, 1915, upon notice to the 
Interstate Commerce Commission and to the general 
public by not less than one day’s filing and posting in 
the manner prescribed in section 6 of the Act to regu- 
late commerce. 


‘ 


It is further ordered, That if said schedules of the 
Boston & Maine Railroad are not canceled to the extent 
and in the manner provided in the next preceding para- 
graph hereof on or before May 25, 1915, respondents 
herein, parties to said schedules, be, and they are hereby, 
notified and required to cancel, on or before June 25, 
1915, upon notice to the Interstate Commerce Commis- 
sion and to the general public by not less than one 
day’s filing and posting in the manner prescribed in 
section 6 of the Act to regulate commerce, the rates 
on paper and other commodities as carried in said Bos- 
ton & Maine Railroad schedules. 

It is further ordered, That the orders of the Com- 
mission heretofore entered in this proceeding suspending 
the operation of said schedules of the Boston & Albany 
Railroad Co. and the New York, New Haven & Hart- 
ford Railroad Co. be, and they are hereby, vacated and 
set aside as of May 25, 1915. 

And it is further ordered, That copies hereof be 
forthwith served upon the carriers respondent herein, 
parties to said schedules, and that copies hereof be 
filed with said schedules in the office of the Commission. 
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RATES ON GRAIN 


FOURTH SECTION APPLICATIONS NOS. 601, 2043, 2045. 

(33 I. C. C., 613-620) 

RATES ON GRAIN AND GRAIN PRODUCTS FROM 

OMAHA, NEB., ST. LOUIS, MO., AND OHIO RIVER 

CROSSINGS AND RELATED POINTS TO JACK- 
SON AND MERIDIAN, MISS. 


Submitted Feb. 17, 1915. Decided April 27, 1915. 


1. Vicksburg Combination on Grain to Continue.—Carriers au- 
thorized to continue rates on grain and grain products from 
Omaha, Neb., St. Louis, Mo., and Ohio River crossings to 
Jackson and Meridian, Miss., on basis of combination on 
Vicksburg, Miss., lower than rates concurrently applicable 
on like traffic to intermediate points. 

2. Intermediates Must Be Reduced.—Authority to continue rates 
between Vicksburg, Miss., and stations on the Alabama & 
Vicksburg Ry., applicable on grain and grain products, that 
result in higher charges on grain and grain products from 
Omaha, Neb., St. Louis, Mo., and Ohio River crossings to 
intermediate points than to Jackson and Meridian, Miss., 
denied. 


M. P. Callaway for Illinois Central Railroad Co., the 
Yazoo & Mississippi Valley Railroad Co. and Alabama & 
Vicksburg Railway Co. 

W. O. Bartholomew for Southern Illinois Millers’ 
Association. 

Charles Rippin for Merchants’ Exchange, St. Louis, 
Mo. 

Report of the Commission. 


BY THE COMMISSION: 

In Supplement No. 3 to Illinois Central tariff I. C. C. 
No. A-8108 and Supplement No. 3 to Illinois Central 
tariff I. C. C. No. A-8109 increased rates on grain prod- 
ucts from Omaha to points in Mississippi Valley terri- 
tory on the Illinois Central and Yazoo & Mississippi 
Valley railroads were published, to become effective 
Aug. 2, 1914. Upon protest of the Southern Illinois Mill- 
ers’ Association these schedules were suspended in In- 
vestigation and Suspension Docket No. 501. Both the 
proposed increased rates and the present rates to many 
of these stations are higher to stations intermediate 
than to Jackson, Miss., and the situation is protected 
by applications No. 2043 and 2045 for relief from the 
provisions of the fourth section, filed by the Yazoo & 
Mississippi Valley Railroad and the Illinois Central 
Railroad, respectively, and these applications were as- 
signed for hearing in connection with Investigation and 
Suspension Docket No. 501, but are separately considered 
in this report. 

At the hearing upon these applications it appeared 
that the rates on coarse grain and wheat from Omaha 
to Jackson are lower than the rates to intermediate 
points as well as the rates on grain products, and the 
rates on the first-named articles are protected by the 
same applications. Petitioners stated that the conditions 
which required them to continue rates on coarse grain 
and wheat from Omaha and other points involved to 
Jackson lower than to intermediate points were the 
same as those which required them to continue lower 
rates on grain products to Jackson. The justification 
urged by petitioners in support of their applications to 
charge lower rates on grain products was therefore sub- 
mitted also in support of their petitions to charge lower 
rates on grain and wheat to Jackson than to interme- 
diate points. These applications therefore will be con- 
sidered in so far as they relate to rates on grain and 
wheat as well as rates on grain products. 

It was also shown at this hearing that the rates 
from Omaha to Jackson and intermediate points are 
made with relation to the rates from St. Louis. There 
is also a certain relationship existing between the rates 
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from St. Louis and the rates from Ohio River crossings 
to the same points. The justification offered by the 
petitioners for continuing lower rates from Omaha to 
Jackson than to intermediate points was almost entirely, 
therefore, in the nature of a justification of the carriers’ 
applications for authority to continue lower rates from 
St. Louis to Jackson than to intermediate points. 

In Fourth Section Violations in the Southeast, 30 
I, C. C., 1538 (The Traffic World, May 16, 1914, p. 944), 
applications Nos. 2043 and 2045, as well as the applica- 
tions of other carriers covering rates from St. Louis and 
Ohio River crossings to Jackson, Miss., were considered 
and authority to continue lower class and commodity 
rates to Jackson than to intermediate points was denied. 
As a result of this action carriers are required to revise 
rates from St. Louis and Ohio River crossings to Jack- 
son and intermediate points so as to conform to the 
provisions of the fourth section, and since the rates 
from Omaha are made differentials over St. Louis, a 
like readjustment of the rates from Omaha would be 
necessary if the present relationship between the rates 
from that point and from St. Louis is to be preserved. 
The testimony offered at this hearing may be said, there- 
fore, to have consisted almost entirely of testimony in 
justification of a rate situation which has already been 
passed on by the Commission. 

Petitioners urged, however, that the testimony which 
they had introduced at the general investigation involv- 
ing rates to Jackson, Miss., was confined more _ par- 
ticularly to rates on classes, and that they did not 
undertake at the various hearings held during that in- 
vestigation to establish justification for rates on each 
commodity, but expected that they would be allowed 
further opportunity to do that in cases where, because 
of the peculiar circumstances and conditions surrounding 
the movement of a particular commodity, some relief, in 
addition to that granted in respect to the general adjust- 
ment of class and commodity rates, might be required. 
They asked, therefore, that further conSideration be 
given to the matter of rates on grain and grain prod- 
ucts from St. Louis and Ohio River crossings to Jack- 
son in the light of the testimony introduced at this 
hearing. 

It was pointed out further that Meridian, Miss., is 
situated somewhat similarly to Jackson. They are 
located in juxtaposition to each other on parallel lines 
running from St. Louis and the Ohio River to the Gulf 
of Mexico, Jackson being situated on the main line of 
the Illinois Central and Meridian on the main line of 
the Mobile & Ohio. They are also located on the line 
of the Alabama & Vicksburg Railway running almost due 
east from Vicksburg, Miss., to Meridian. Jackson is 44 
miles and Meridian is 140 miles east of Vicksburg. 
Owing to this similarity of location it has been the fixed 
policy of the Mobile & Ohio and other lines serving 
Meridian from St. Louis and Ohio River crossings to 
maintain rates to Meridian on a parity with those main- 
tained to Jackson via the Illinois Central. Petitioners 
requested, therefore, that the matter of rates to that 
station be also reconsidered in connection with the rates 
to Jackson. We have, therefore, to consider in this pro- 
ceeding not only the proportional rates on grain prod- 
ucts form Omaha, Neb., to Jackson and to intermediate 
points which were the subject of investigation in Investi- 
gation and Suspension Docket No. 501, but also rates on 
grain and grain products from Omaha, St. Louis and 


Ohio River crossings and other related points to Jack- 
son and Meridian and stations intermediate thereto. The 
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a 
following table showing the rates on coarse grain prod- 
ucts and flour from St. Louis and Kansas City, Mo., and 
the ‘present and proposed rates on the same articles 
from Omaha to Jackson and intermediate points illus- 
trates the extent that rates to intermediate points exceed 
the rates to the more distant points. Rates are stated 
in cents per 100 pounds: 

RATES ON COARSE GRAIN PRODUCTS. 


Present Present 
From Omaha. from Kan- from 
To— Present. Proposed. sas City. St. Louis. 
pa. St eee 23.0 23 Kies a 
Rs EM aint dae p:an.0.8'e 608 24.0 24.0 oe Saxe 
wren. “ROMM. 6. es c0s se 27.0 27.0 27.0 19.i) 
Hickory Valley, Tenn.... 27.0 28.0 28.0 20.0 
Grand Junction, Tenn.... 26.0 26.0 25.0 20.6 
Hudsonville, Miss. ....... 27.0 28.0 28.0 20.0 
Holly Springs, Miss. .... 26.0 26.0 25.0 20.0 
SS A cea pre os 27.0 28.0 27.0 22.0 
Water Valley, Miss. 27.0 28.0 27.0 22.0 
. 28.0 28.0 27.0 22.0 
A ee 27.0 31.0 30.0 23.0 
Ne ee 27.0 31.0 30.0 23.0 
SOumnEIOe! MEIOE. yo. 02 ss 27.0 28.5 27.5 23.0 
oS eee 22.5 22.5 21.5 14.5 
New Orleans, La. ....... 20.0 20.0 19.0 12.0 
RATES ON FLOUR. 
Present Present 
From Omaha. from Kan- from 
To— Present. Proposed. sas City. St. Louis. 
PARAM. “TOM, © iii60 civics 29.0 29.0 29.0 20.0 
Hickory Valley, Tenn. .. 29.5 31.0 31.0 22.0 
yrand Junction Tenn. .. 28.0 28.0 27.0 22.0 
Hudsonville, Miss. ...... 29.5 31.0 31.0 22.0 
Holly Springs, Miss. .... 28.0 28.0 27.0 22.0 
Ss 6 62-50 b 0000 0 29.5 31.0 30.0 24.0 
Water Valley, Miss...... 29.5 31.0 30.0 24.9 
Ti, SN» 6:6: 0. 0.0.0.9 8 0: 24.0 31.0 30.0 24.0 
Veidem, Bee i. ii eee ee 29.5 33.5 32.5 26.5 
ee ee 29.5 33.5 32.5 26.5 
TOUR, BOB. oc 2c cee 29.5 32.5 31.5 26.5 
SRCMNOM.. DEMIS... soc csee0s 24.0 24.0 23.0 21.0 
New Orleans, La. ....... 21.0 21.0 20.0 18.0 


lt is urged in support of these applications that the 
rates to Jackson have been depressed by reason of its 
close proximity to Vicksburg, Miss. The rate on coarse 
grain products from St. Louis to Vicksburg is 12 cents 
per 100 pounds. The rate from Vicksburg to Jackson 
is 2% cents per 100 pounds and to Meridian 3% cents. 
The rate to Jackson, therefore, it will be seen from the 
table above, is the same as the combination on Vicks- 
burg. The rate to Meridian, however, is 1 cent less. 
It was stated by petitioners that the rate from Vicks- 
burg to Jackson will be made 3% cents per 100 pounds 
on all grain and grain products, and that rates from St. 
Louis and other points to Jackson and Meridian wi!! 
then be increased to the full combination on Vicksburg. 
Petitioners insist that rates cannot be made higher than 
the combination on Vicksburg and ask for authority to 
continue rates on that basis. This is in line with the 
usual practice in this territory, and there appears to be 
no reason why it should be departed from in the case 
of rates to Jackson and Meridian. 

In Fourth Section Violations in the Southeast, supra, 
carriers were given permission to continue rates to 
Vicksburg, Miss., and other points on the Mississippi 
River and the Gulf of Mexico lower than to intermediate 
points. They were also authorized to continue rates to 
stations to which rates are made by combination on 
Mississippi River points and Gulf ports lower than to 
intermediate points. Rates to Jackson and Meridian, 
Miss., ought not to exceed the rates available by com- 
bination on Vicksburg. If the rates so constructed are 
lower than they might reasonably be were it not for 
this fact, and the rates to the intermediate points are 
not unreasonable 
petitioners should be allowed to continue rates to Jack- 
son and Meridian on basis of the Vicksburg combina- 
tion, even though such rates are lower than the rates 
applicable to intermediate points. 


in and of themselves or relatively, - 
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Comparison of the rates on grain and grain prod- 
ucts from the points of origin involved herein to Jack- 
son and Meridian with rates from the same points to 
other stations in this territory via the lines of peti- 
tioners and other carriers indicates that the rates to 
Jackson and Meridian are lower than the rates prevail- 
ing for hauls of equal or Jess distances. 

The following table showing the rates, in cents per 
100 pounds, on grain products and the distances from 
St. Louis to representative points of destination on the 
Illinois Central Railroad illustrates the disparities be- 
tween rates to Jackson and intermediate points which 
petitioners desire to maintain: 


From St. 
Louis, Mo., to— Rates. Miles. 
Fulton, Ky 1 201 
Medon, Tenn. 278 
Hickory Valley, 

Tenn. ‘ 305 
Grand Junction, 

Tenn. 20 313 
Hudsonville, Miss.. 20 330 


With the rate to Jackson increased to 15% cents, it 
will be seen that petitioners propose to charge higher 
rates at all intermediate points, beginning at Fulton, 
Ky., 201 miles south of St. Louis, where the rate is 15 
cents, and that the highest rate, 23 cents, would occur 
at Canton, Miss., and other stations in the vicinity 
thereof. 

The rates to some of these intermediate stations 
appear to be reasonably adjusted in comparison with 
rates for hauls of similar distances to other stations 
in this territory, as shown by the following table from 
petitioners’ Exhibit No. 4. Authority to continue rates 
to these points somewhat higher than the rates to Jack- 
son should, therefore, be granted. 


From St. 
Louis, Mo., to— Rates. Miles. 
Holly Springs, Miss. 20 338 
Water Valley, Miss. 22 384 
Canton, Miss. ..... 23 501 
Jackson, Miss. 

(proposed rate) . 15% 524 
New Orleans, La.. 12 708 


RATES ON GRAIN PRODUCTS. 
Miles 
(short-line 

From St. Louis, Mo., to— ce.) 
Chattanooga, Tenn. $0.23 471 
Birmingham, Ala. 

Atlanta, Ga. 
ON I. hiss se Velde edt egotroctas eas edone 
Macon, Ga. 

This cannot be said to be true, however, in respect 
to rates to points comparatively short distances from 
St. Louis, such as Fulton, Ky., and Hickory Valley and 
Grand Junction, Tenn. Carriers have not justified the 
continuance of rates to these points that exceed the 
rates to Jackson, and authority to continue lower rates 
to Jackson than to Grand Junction and other points 


north thereof will be denied. 


Petitioners will be granted authority to charge rates 
on grain and grain products to points south of Grand 
Junction that are higher than the rates to Jackson, pro- 
vided the rates to such points do not exceed the rates 
to Grand Junction by more than 1 cent per 100 pounds 
for each 20 miles or fraction thereof south of Grand 
Junction, but in no case shall the rate to any inter- 
mediate point exceed the rate to Jackson by more than 
5 cents per 100 pounds, and provided further that the 
present rates to the said intermediate points which have 
not been depressed by combination on Jackson are not 
increased except as may hereafter be authorized by 
specific orders of this Commission, and that the said 
rates shall not exceed the lowest combination of rates 
lawfully published and on file with the Commission 

The rates shown above are the rates to stations on 
the line of the Illinois Central running from St. Louis 
to New Orleans via Fulton and Jackson, Tenn. Grand 
Junction, Tenn., is situated on this line just north of 
the southern boundary of the state of Tennessee. The 
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same relief that is granted the Illinois Central in re- 
spect to rates to Jackson should be granted other lines 
operating from St. Louis and Ohio River crossings and 
related points to Jackson and Meridian, but the rates 
to intermediate points north of a point on these lines 
corresponding to the location of Grand Junction, Tenn., 
should not exceed the rates to Jackson and Meridian. 
As we have said, this point would correspond with the 
southern boundary of the state of Tennessee. Authority 
to continue lower rates on grain and grain products 
from St. Louis and Ohio River crossings and related 
points to Jackson and Meridian, Miss., than to inter- 
mediate points north of the southern boundary of the 
state of Tennessee will therefore be denied. Carriers 
will be granted permission, however, to continue rates 
to Jackson and Meridian, made on the basis of the 
Vicksburg combination, that are lower than rates con- 
currently in effect to intermediate points south of this 
line, upon the condition that the rates to the said inter- 
mediate points shall not exceed the rates to the last 
station north of the line by more than 1 cent per 100 
pounds for each 20 miles or fraction thereof, but in no 
case shall the rate to any intermediate point exceed 
the rate to Jackson or Meridian by more than 5 cents 
per 100 pounds, and provided further that the present 
rates to the said intermediate points which have not 
been depressed by combination on Jackson or Meridian 
are not increased, and that the said rates shall not 
exceed the lowest combination of rates lawfully pub- 
lished and on file with the Commission. 

Appearances were noted at the hearing of these ap- 
plications on behalf of the Southern Illinois Millers’ As- 
sociation and Merchants’ Exchange of St. Louis, Mo. 
The testimony of these parties was directed almost en- 
tirely to the question of the differentials which, they 
asserted, should obtain between rates from St. Louis and 
Omaha and other related points and to the spread be- 
tween the rates on wheat and flour and the rates on 
grain and grain products. These questions, however, 
are not at issue in this proceeding. 

The rates on grain and grain products from Vicks- 
burg to Jackson and Meridian, Miss., which in combi- 
nation with the rates to Vicksburg from St. Louis and 
other points have produced lower rates in the aggre- 
gate to Jackson and Meridian than to intermediate 
points, are published by the Alabama & Vicksburg Rail- 
way. These rates are lower than the rates from Vicks- 
burg to intermediate points, and as a result the rates 
from Ohio River crossings- and St. Louis to points in 
closer proximity to Vicksburg than are Jackson and 
Meridian are higher than the rates to these points. This 
brings about departures from the fourth section on traffic 
from some of the points of origin involved herein to 
Jackson and Meridian. Application No. 601 of the Ala- 
bama & Vicksburg Railway for authority to maintain 
rates applicable on grain and grain products from Vicks- 
burg to Jackson and Meridian which result in lower 
rates to these points from St. Louis and Ohio River 
crossings and related points to Jackson and Meridian 
than to intermediate stations are not assigned for hear- 
ing in connection with applications Nos. 2043 and 2045, 
but this company was represented at the hearing by its 
attorney, and testimony concerning this situation was 
introduced and a request made that its application cov- 
ering the situation be considered at the same time as 
the application of other carriers covering rates from St. 
Louis, Ohio River crossings, and related points to Jack- 
son and Meridian. 
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Jn explanation of this situation petitioner stated that 
as a result of pressure from the cities of Vicksburg, 
Jackson and Meridian the rates from Vicksburg to Jack- 
son and Meridian were established in 1902 as propor- 
tional rates applicable only on traffic reaching Vicks- 
burg via the Alabama & Vicksburg Railway or Vicks- 
burg, Shreveport & Pacific Railway. This did not prove 
satisfactory to the shipping interests at Jackson and 
Meridian, however, as it did not bring about any fur- 
ther reductions in the rates to these points from St. 
Louis, which, it is stated by the petitioner, was the 
chief object of these cities in seeking the reduction of 
the rates from Vicksburg. An application was therefore 
filed by the shippers of Meridian with the Mississippi 
Railroad Commission seeking to have the proportional 
rates from Vicksburg applied to all grain traffic from 
Vicksburg to Meridian regardless of its origin or means 
of transportation to Vicksburg. After many conferences 
and discussions between the representatives of the Meri- 
dian Board of Trade, the interested carriers and the Mis- 
sissippi Railroad Commission, extending over ~several 
months, at which efforts were made to formulate an 
adjustment of rates that would be satisfactory to the 
interested parties, but without reaching any successful 
conclusion, the matter was submitted to the Mississippi 
Railroad Commission for adjudication. By that commis- 
sion’s decision the Alabama & Vicksburg Railway was 
ordered to establish a flat rate of 3% cents per 100 
pounds on grain and grain products from Vicksburg to 
Meridian. The carrier immediately appealed to the 
state court to enjoin the enforcement of this order. The 
order of the Mississippi commission was upheld by the 
state court, whereupon the case was appealed to the 
Supreme Court of the United States, which affirmed the 
decision of the lower court. Since this decision, which 
was rendered in 1906, the rate of 3% cents per 100 
pounds has been applied on all grain and grain prod- 
ucts from Vicksburg to Meridian. 

Having failed in its effort to enjoin the enforcement 
of the order establishing the rate to Meridian, no fur- 
ther attempt was made to have the rates from Vicks- 
burg to Jackson changed. Rates from Vicksburg to in- 
termediate points were not ordered reduced by the Mis- 
sissippi state commission, and these rates have, there- 
fore, been continued on a higher basis than rates to 
Jackson and Meridian. These rates grade up from 5 
cents per 100 pounds to 10 cents per 100 pounds. 

Petitioner admitted that there were no substantial 
traffic reasons why the rates from Vicksburg to Jackson 
and Meridian should be lower than rates to intermediate 
points, and asserted that were it not for the fact that 
the rates to Jackson and Meridian had been reduced 
under the circumstances recited above they would not 
be lower than the rates to intermediate points. 

Petitioner stated further that as it is estopped by 
the order of the Mississippi Railroad Commission from 
increasing the rates to Meridian and Jackson, the denial 
of its application for relief from the fourth section in 
this situation would leave it no alternative but to reduce 
the rates to intermediate points to the Jackson and 
Meridian basis, with a consequent loss of revenue, which 
it is in no position to sustain. 

These are matters which are entitled to considera- 
tion in the determination of this case. They are not of 
such a controlling force, however, as to justify the dis- 
criminations under the fourth section which are here 
presented. 

Upon all the facts of record we are unable to find 
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that there are any conditions at Jackson and Meridian 
which warrant the maintenance of rates on grain ani 
grain products in interstate traffic from Vicksburg to 
those cities which are lower than the rates on like 
traffic to intermediate points. Authority to continue 
such rates will therefore be denied. 

Orders in accord herewith will be issued. 





FOURTH SECTION ORDER NO. 4868. 

It is ordered, That the petitioners herein be, anid 
they are hereby, authorized to maintain rates for the 
transportation of grain and grain products from Omaha 
Neb., Kansas City and St. Louis, Mo., and Ohio River 
crossings and related points to Jackson and Meridian, 
Miss., that are equal to the combination of the rates 
lawfully published and on file with this Commission to 
and from Vicksburg, Miss., and to maintain higher rates 
to intermediate points south of the southern boundary of 
the state of Tennessee, provided that the rates to the 
said intermediate points do not exceed the rates to the 
last station north of the said southern boundary of the 
state of Tennessee by more than 1 cent per 100 pounds 
for each 20 miles or fraction thereof south of the said 
station, but in no case shall the rate to any intermedi- 
ate point exceed the rate to Jackson or Meridian by 
more than 5 cents per 100 pounds; and provided further, 
that the present rates to the said intermediate points 
which have not been depressed by combination on Jack- 
son or Meridian, Miss., are not increased except as may 
hereafter be authorized by specific orders of this Com- 
mission, and that the said rates shall_ not exceed the 
lowest combination of rates lawfully published and on 
file with this Commission. - 

The Commission does not hereby approve any rates 
that may be filed under this authority, all such rates 
being subject to complaint, investigation and correction 
if in conflict with any provision of the act. 

It is further ordered, That all other and further 
relief prayed in the said applications in respect to the 
rates on freight traffic as hereinbefore described be, and 
the same is hereby, denied, effective June 30, 1915. 

And it is further ordered, That tariffs containing 
rates revised in accordance with the terms of this order 
shall be made effective on statutory notice. 





FOURTH SECTION ORDER NO. 4869. 

It is ordered, That that portion of the said applica- 
tion No. 601 by which authority is sought to continue 
rates for the transportation of interstate shipments of 
grain and grain products from Vicksburg, Miss., to Jack- 
son and Meridian, Miss., which are lower than rates 
concurrently applicable on like traffic’ to intermediate 
points be, and the same is hereby, denied, effective June 
30, 1915. 

It is further ordered, That tariffs containing rates 
revised in accordance with the terms of this order shall 
be made effective on statutory notice. 


GRAIN RATE INCREASES 


1. & S. NO. 501 (33 I. C. C., 621-625) 

PROPORTIONAL RATES ON GRAIN PRODUCTS 
FROM OMAHA, NEB., AND OTHER POINTS TO 
DESTINATIONS SOUTH OF THE OHIO RIVER. 


Submitted March 16, 1915. Decided April 27, 1915. 


Grain Rate Increases Partly Justified.—Propused increases in 
rates on grain products from’ Omaha, Neb., to local stations 
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on Illinois Central R. R. and Yazoo & Mississippi Valley 
R. R. in the Mississippi Valley not justified in full. 


A. P. Humburg for respondents. 

W. O. Bartholomew for Southern Illinois Millers’ 
Association, protestants. 

L. A. Valier for Valier & Spies Milling Co., inter- 


veners. 
Report of the Commission. 


CLEMENTS, Commissioner: 


By the tariffs under suspension in this proceeding 
the Illinois Central proposes to increase the rates on 
grain products from Omaha to destinations local to its 
lines in the Mississippi Valley in order, as it is said, 
to bring them in harmony with the general rate adjust- 
ment as between Omaha, Kansas City and St. Louis, 
primary grain markets. No change is proposed in the 
grain products’ rates to Mississippi River points, or to 
competitive points on the Illinois Central. The tariffs 
under suspension are Supplement No. 3 to Illinois Cen- 
tral tariff I. C. C. No. A-8108 and Supplement No. 3 to 
Illinois Central tariff I. C. C. No. A-8109. These tariffs 
were filed to become effective Aug. 2, 1914, but on the 
protest of the Southern Illinois Millers’ Association they 
were suspended until Nov. 30, 1914, and subsequently 
until May 30, 1915. The destinations involved are the 
local points on the main line of the Illinois Central 
in Tennessee, Mississippi and Louisiana, and local 


points on the line of the Yazoo & Mississippi Valley 
Railroad between Grenada and Jackson, Miss. In 
Board of Trade of Kansas City vs. St. L. & S. F. 


R. R. Co, 32 1 C.-C., 297 (The Trafic World, Jan. 9, 
1915, p. 48), we discussed the general rate adjustment 
from Kansas City as compared with Omaha, but re- 
served the consideration of the particular rates here in 
issue because the proposed increases from Omaha, were 
under suspension to be considered here. In that case 
we pointed out that the rates to Memphis on grain and 
grain products were made from Kansas City 1 cent per 
100 pounds under the rates from Omaha. To St. Louis 
the rates are the same from both points. Omaha is 
194 miles north of Kansas City; it is 414 miles from 
St. Louis and 678 miles from Memphis. Kansas City is 
277 miles from St. Louis and 484 miles from Memphis. 


To the destinations here involved through rates on 
grain products from Omaha were established in 1907 on 
the same basis as the grain rates, and since that time 
the grain and grain products rates have been main- 
tained on a parity. On the other hand, the grain prod- 
ucts rates from Kansas City to these destinations have 
been made on the lowest combination. It is now pro- 
posed in the suspended tariffs to make the through 
rates on grain products from Omaha equal to the low- 
est combination, with the result that there will be a 
spread of from 1% to 4 cents per 100 pounds between 
the rates on grain and those proposed on grain prod- 
ucts. As a further consequence of applying the lowest 
combination basis to the grain products rates to the 
local stations here involved from Omaha, the same 
rates apply as from Kansas City, where the combination 
makes on St. Louis, but where the combination makes 
on Other basing points, including Memphis, the rates 
from Omaha are 1. cent higher per 100 pounds than 
from Kansas City. Present and proposed rates from 
Omaha and the present rates from Kansas City to rep- 
resentative points of destination are shown in the fol- 
lowing tables, all rates being stated in cents per 100 
pounds: 
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2 ; = ga Cs ' : 
eS ow «63 =e Bk 8k 
oS 8: 2 Othe, Be Bey 
he oh Sirs 
68 8 & weStod wil 
iP 5 A § n oO, 8 : a a3 
Present and proposed + © : ~«' g o Rost 255 sa se 
rates from Omaha $3 5 5 REPEOCR SS EE Es 
to— ag ° & 8$-aASh SAR GO BA 
e Bit. O.°O. 1 aes So 
Hickory Valley, Tenn.. 29.5 29.5 31.0 27 27 28 28.5 30.0 
Water Valley, Miss.... 29.5 29.5 31.0 27 2 28 28.5 30.0 
Sardis,  MigG sc... occas iste ane: 310 8 27 #27 «28.5 30.0 
Durant, Miss. ......... 29.5 29.5 33.5 27 27 81 28.5 32.5 
Kosciusko, Miss. ....... 29.5 29.5 33.5 27 27 31 28.5 32.5 
Canton, Miss. ......... 30.5 203.5 .32.5. 27 27 31 28.5 32.5 
Jackson, Miss.. ........ 24.0 24.0 24.0 22.5 22.5 22.5 22.5 22.5 
Elton, Miss. ........... 29.5 29.5 82.5 27 27 28.6 28.5 28.5 
Byram, MAAR. ...scccscs Sap Bem “a0 37 2 28.5 28.5 28.5 
Box Factory, Miss...... 29.5 29.5 33.5 27 27 30.5 28.5 30.5 
TEP, AAO Bis s54Ks50 29.5 29.5 33.5 27 27 31 28.5 32.5 
Crystal Springs, Miss.. 29.5 29.5 33.5 27 27 3 28.5 32.5 
Galimaam: MIR. <o5.<.. 0 29.5 29.5 33.5 2 2 31 28:5 32.5 
Hazelhurst, Miss. ...... 29.5 29.5 33.5 27 27 31 28.5 32.5 
Martinsville, Miss....... 29.5 29.5 83.5 27 27 31 28.5 32.5 
Beauregard, Miss....... 29.5 29.5 33.5 2 27 31 £285 32.5 
Wesson, Miss. ........ 29.5 29.5 33.6 “27 27 31 28.56 32.5 
Montgomery, Miss. .... 29.5 29.5 33.5 2 27 31 28.5 32.5 
Brookhaven, Miss. ..... 29.5 29.5 *33.5 2 27 «631 28.5 32.5 
Bogue Chitto, Miss., to i 
Lamise; Tae 6.0%. occa 29:5 :20.6 38.5..2% 8% 31 286 329 
Tickfaw, La., to Fallon, 
eT Te ae oe 29.5 29.5 31.0 27 7 30 28.5 30:0 
New Orleans, La. 210 266 310 2 2. 2. 208.209 
*To be 29.5. 
Coarse 
Coarse grain Oat- 
Kansas City to— Wheat. Flour. grain. products. meal. 
Hickory Valley, Tenn. ..... 31 31 28 28 30 
Water Valley, Miss. ....... 30 30 27 27 29 
ee, CI a.idls.0:0-s'o sslee'e-e0 28.5 3 26 26 29 
ERGRG, FTN SS isin onic k So ot 28.5 32.5 26 30 31.5 
Kosciusko, Miss. .......... 28.5 .32.5 26 30 31.5 
CUMIN II oe osccte’s «Se 5s 28.5 32.5 26 30 31.5 
Crystal Springs, Miss, ..... 28.5 32.5 26 30 31.3 
Bamntome, LB... «i.cccrceces 28.5 3 26 29 29 
Brookhaven, Miss. ......... 28.5 28.5 26 25.5 26 
JOURGRE BERGE. © bin.cine cis os bes 23 23 21.5 21.5 21.5 
New Orleans, La. .......... 20 20 19 19 19 


The southern Illinois millers protest against the in- 
crease in the rates to these local points, and the Valier 
& Spies Milling Co., whose mils are located at Marine 
and St. Jacob, Ill., and St. Louis, Mo., intervened in pro- 
test at the hearing. No changes are made in rates from 
mills of the protestants and intervener. The real pur- 
pose of the protest was to secure milling in transit at 
mills in Illinois on wheat drawn from Omaha. The re- 
spondent has refused transit arrangements on its railroad 
in Illinois on wheat moving from Omaha to points south 
of the Ohio River, but the Suspended tariffs make no 
change in this situation, nor do they in any way involve 
milling-in-transit arrangements. That question is, there- 
fore, not in issue here. The protestants also objected 
to the spread between the rates on wheat and on flour 
which it is proposed to make effective to the interme- 
diate points in the suspended tariffs. They maintain 
that for 10 years the rates on grain and grain products 
have been On a substantial equality, and the protest- 
ants assert that they would have no great objection to 
the increase in the level of the rates provided that the 
rates on wheat and its products are maintained on a 
parity. There are no flour mills on the lines of the 
respondents south of the Ohio River, and little wheat is 
shipped to the non-competitive points here involved; 
but the protestants assert that the spread proposed would 
encourage the building of mills at points south of the 
Ohio River. They point out that if a mill were located 
at Jackson, Miss., such mill would be at an advantage 
in the rate structure of 8 cents per barrel of flour over 
mills located anywhere on the route north of the Ohio 
River. They fear the establishment of a spread between 
the grain and grain products rates, because if it is 
-established here the carriers may insist upon making the 
same adjustment in other territory as to which the 
protestants have milling-in-transit arrangements, and such 
an adjustment would work to their prejudice. The re- 
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spondents insist that there is no reason for maintaining 
a parity of rates as between grain and its products 
except a commercial one; that where there are mills 
located at both ends of the line and intermediate there- 
to, grain and grain products rates are often maintained 
on a parity allowing milling in transit in order that ali 
mills wherever located may compete on an equality, but 
that no such situation exists here. The carriers ‘show 
that flour, for example, is more valuable that wheat; 
that it is more bulky, and that the earnings on a car 
of wheat would be greater than on a car of flour when 
the flour rate is 4 cents higher than the wheat rate. As 
there is no movement of wheat to the destinations in- 
volved and no mills at those points, there is in issue 
only the question whether - the rates on grain products 
will be reasonable rates. 

The protestants show that the respondents have not 
increased the rates applying on grain products to sta- 
tions on the Alabama & Vicksburg Railway, which 
traffic is handled through Jackson, Miss. They assert 
that it is improper to apply a rate of 33% cents to a 
point north of Jackson on respondent’s own line and 
divide the rate of 29% cents to Morton, which is be- 
yond Jackson on a foreign line. The respondents point 
out that in order to effect the adjustment to the points 
here involved as between Omaha and Kansas City that 
was approved in the Board of Trade of Kansas City 
case, supra, to Memphis and other points, the carriers 
may either increase the rates from Omaha or reduce 
the rates from Kansas City. In the absence of protest 
from Omaha or other points affected by the increase 
they feel that they should not be compelled to reduce 
the rates from Kansas City. In justification of the 
rates proposed the respondents insist that the grain 
products rates to Jackson, Miss., and other competitive 
interior points are unusually low rates forced by com- 
petition of river and rail routes, and that the rates to 
the intermediate points, which it is here proposed to 
advance, are lower than rates for corresponding dis- 
tances in this and other territories. 

The following table of rates on flour from Omaha 
and St. Louis to other points and proposed rates from 
Omaha to representative points of destination involved 
herein shows how the proposed increased rates compare 
with rates. for similar distances between other points: 


From— Miles. Rate. 
eee, Oh Ee Te, n.. e as een necansees 721 3614 
ee es Ms OO WOON GGL bo. i cee elec ccee 695 32 
Omaha, Neb., to— 

TS Aang saa, o 654. aG wis: 648 ole Olle 6,0 maie oe *1,021 35 

TE CO ee er, eee * 889 33 

I nd oid oh Deke ok ain dee ae aie, Wade cite bana *1,109 37 

Columbus, Sn OP aOe Ts ies 4 oh eaes oa ae eek owe Same *1,046 37 

Proposed 

From— Miles. rate. 
Omaha, Neb.,to— 

ee eda ssesacspewrtacehe * 972 331% 

eu meme: ele). didih ow sheds hbenlicdes * 992 29% 

I, TU le i ag ala ie *1,016 331% 

EE EM, “CPS evn. g cet a is ak Vie ds eran cveed *1,069 31 





*Distances via St. Louis. 

It will be observed that under the present adjust- 
ment the rates on grain and grain products from Omaha 
are in some instances lower to Mississippi Valley desti- 
nations than are the rates from Kansas City, and via 
some routes they thus involve departures from the long- 
and-short-haul rule of the fourth section. Rates from 
both Kansas City and Omaha are higher to intermediate 
local points than to more distant competitive points in 
the Mississippi Valley. These departures from the fourth 


section are covered by the respondents’ general Fourth 
Section Applications Nos. 2043 and 2045. 


The departures 
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from the fourth section as between Kansas City and 
Omaha are remedied by the schedules under suspension, 
but in accomplishing this -there is an increase in the 
spread in the rates from Omaha to intermediate points 
over those contemporaneously maintained to the more 
distant points. The fourth section questions arising in 
connection with the adjustment here involved were con- 
sidered separately in Rates on Grain and Grain Prod- 
ucts, 33 I. C. C., 613 (The Traffic World, May 8, 1915). 
In this case we found that the respondents were justified 
in continuing higher rates to certain of these intermedi- 
ate points than to the more distant competitive points, 
and authority was granted to maintain such higher rates. 

In Board of Trade of Kansas City vs. St. Louis & 
San Francisco R. R. Co., supra, on a very broad record 
we considered and approved the general grain and grain 
products rate adjustment as between Kansas City and 
Omaha. We also found that the grain products rate 
from Kansas City to Memphis was not unreasonable. 
The same relative adjustment is extended by the pro- 
posed tariffs to the destinations here in question. 

The proposed increases are largely due to the fact 
that in readjusting the rates to these destinations as 
between Kansas City and Omaha only the rates from 
Omaha have been changed. It is proper that the rates 
between these cities should be adjusted. This of itself, 
however, does not afford justification for all of the in- 
creases resulting therefrom. 

Considering all the facts of record, we find that 
respondents have justified the increases in the rates on 
grain products from Omaha to the destinations here 
involved south of Montgomery, Miss. They have not, 
however, justified increases in the rates on grain prod- 
ucts to stations north of Elton, Miss., nor the full in- 
creases proposed to destinations south of and including 
Elton, to and including Montgomery, Miss. The rates 
to these stations should not exceed the following rates 
on flour and coarse grain products: 


Coarse 

grain 
From Omaha, Neb., to— Flour products. Oatmeal. 
NA WR 65. Sas 6 ots Sic Paces bests 29% 28% 28% 
2, ee ee ee ee 30% 28% 28% 
EO: WC, GEOR, ew icilvecs vincchews 30% 29% 29% 
Wena, ES oda oon doe leis axa OF g 3014 2916 2914 
Crystal Springs, Miss............... 31% 30% 30% 
FORE, DEBE aicivic ccwcssncescveucs 31% 30% 30% 
Fimsiemuret, BEI. 2. www cc ccc cece 31% 30% 30% 
Martinsville, Miss. ................. 321% 31 31% 
Beauregard, Miss. .............eee- 32% 31 31% 
bo. ae eee eee 32% 31 31% 
Montgomery, Mins. ... 2... ..cccccrsece 32% 31 31% 


An order will be issued requiring the cancelation of 
the suspended schedules in so far as they provide for 
increases in rates except as authorized herein, and vacat- 
ing our order of suspension in so far as rates to desti- 
nations south of Montgomery, Miss, are concerned. 





ORDER. 

It is ordered, That the orders of the Commission 
heretofore entered in this proceeding suspending the 
operation of said schedules be, and they are hereby, 
vacated and set aside as of May 30, 1915, except as pro- 
vided in the next succeeding paragraph of the order. 

It is further ordered, That the carriers respondent 
herein and designated in said tariffs be, and they are 
hereby, notified and required to cancel, on or before 
May 30, 1915, the rates, charges, regulations and prac- 
tices contained in the schedules specified in said orders 
of suspension to the extent that it is proposed by said 
schedules to increase the rates on grain products from 
the several points of origin named in said schedules to 
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stations on the Yazoo & Mississippi Valley Railroad and 
Illinois Central Railroad north of Elton, Miss., and to 
the extent that it is proposed by said schedules to estab- 
lish rates on grain products from the points of origin 
named in said schedules to stations on the Illinois Cen- 
tral Railroad south of and including Elton, Miss., in 
excess of the following rates, in cents per 100 pounds: 











Coarse 

grain 
From Omaha, Neb., to— Flour. products. Oatmeal. 
Rt OUR NG bigot bi oie So. 0 oop. 6:0:5 i 8 29% 28% _ 28% 
rn NN Maina 's-a¥ Kédioa ks bein bn wleks 30% 28% 281, 
Box FGeene, BOAMS.. so 0 0 os-s50nc segs 30% 29% 29% 
OPr YOM nod :d:0 bow ould Cala «6-3, bode et 30% 29% 291% 
Crystal Borings,: Miss... 2.6. 0cccawe 31% 30% 30% 
GalltmOM, BEB. occcicccccnescciesvcee 31% 30% 30% 
pO ie SY tens oe Seer ar 31% 30% 30% 
ee ae 32% 31 31% 
ee” EE ar 32% 31 31% 
TORE) BN vin oe or4 plas ob 00 dtesev es 32% 31 31% 
eg ae” ee err 32% 31 31% 






And it is further ordered, That a copy hereof be 
forthwith served upon the carriers respondent herein, 
parties to said schedules, and that a copy hereof be 
fled with said schedules in the office of the Commis- 
sion. 








INTERSTATE CLASS AND COMMODITY 
RATES BETWEEN STATIONS IN 
THE STATE OF LOUISIANA 


| AND S. NO. 503 (33 I. C. C., 626-631) 
Submitted Jan. 25, 1915. Decided April 30, 1915. 


Basing Rate, Interstate, Must Not Exceed Intrastate.—Respon- 
dents sought to cancel certain state basing rates used as 
interstate factors on traffic moving between certain stations 
in the state of Louisiana and to substitute a higher scale of 
rates; Held: Without passing upon the reasonableness of 
the proposed increases, that to allow the proposed rates to 
become effective while lower rates apply on state traffic 
between the same points would result in unjust discrimina- 
tion against interstate shippers. Cancellation of suspended 
schedules required. 


Denegre, Leovy & Chaffe, F. H. Wood and C. W. Owen 
for Morgan’s Louisiana & Texas Railroad & Steamship 
Co. and Louisiana Western Railroad Co. 

Dufour & Dufour and C. H. Webb for New Orleans, 
Texas & Mexico Railroad Co. and its receiver. 

C. H. Webb for New Iberia & Northern Railroad Co. 

G. H. Warrington and W. H. McGuffey for protestant. 

Report of the Commission. 
BY THE COMMISSION: 

The schedules under suspension in this proceeding, 
filed to take effect on various dates between Aug. 5 and 
Aug. 8, 1914, proposed to increase rates applicable on 
interstate traffic between New Orleans, Baton Rouge and 
Port Chalmette, La., and various points on respondents’ 
lines in Louisiana. Upon protest by Procter & Gamble 
Distributing Co., a dealer in the products manufactured 
by the Procter & Gamble Co. of Cincinnati, O., the sched- 
ules were suspended until Dec. 3, 1914, and later until 
June 3, 1914. The Procter & Gamble Co. manufactures 
soap at Ivorydale, O., and lard substitutes at Ivorydale 
and Macon, Ga. 

The rates proposed to be canceled are intrastate class 
and commodity rates. Respondents proposed to cancel 
their application to interstate traffic and to leave in 
effect only a scale of class rates which is higher. Mor- 
gan’s Louisiana & Texas Railroad & Steamship Co. pro- 
posed increased rates between New Orleans and points 
on the Franklin & Abbeville Railway via Franklin, La., 
an independent railroad with no financial connection with 
the Southern Pacific Co. The New Orleans, Texas & 
Mexico Railroad and its connection, the New, Iberia & 
Northern Railroad, proposed to cancel rates between New 
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Orleans, Baton Rouge and Port Chalmette, of which New 
Orleans may be taken as typical, and other points on 
their lines. 

Morgan’s Louisiana & Texas Railroad & Steamship 
Co. and the Louisiana Western Railroad Co. are sub- 
sidiaries of the Southern Pacific Co. The New Orleans, 
Texas & Mexico Railroad is a subsidiary of the St. Louis 
& San Francisco Railroad Co. and is now in the hands 
of receivers. Both lines, which will be referred to as 
the Southern Pacific and the Frisco, respectively, op- 
erate from New Orleans westwardly across Louisiana to 
the Sabine River. They are parallel competitors. Crow- 
ley, Eunice, Port Barre, New Iberia and Jeanerette, La., 
are common points. . 

A tariff of the Southern Pacific, effective Aug. 1, 1914, 
which was not suspended, canceled the intrastate: rates 
applicable as factors in through rates on interstate traffic 
moving through New Orleans to common points in Louisi- 
ana, substituting a higher scale of class rates similar 
to the suspended rates published in the Frisco tariffs. 
The Southern Pacific felt that it could not maintain. the 
higher scale in competition with the present suspended 
rates of the Frisco and voluntarily restored the old rates 
at common points. Those rates are now observed as 
maxima at intermediate points, pending our decision 
herein. Technically, therefore, only the rates of the 
Southern Pacific to stations on the Franklin & Abbeville 
Railroad and the rates of the Frisco and its connection, 
the New Iberia & Northern Railroad, are involved. How- 
ever, the case was heard and argued as if it involved the 
propriety’ of the proposed class rates between New Or- 
leans and substantially all other points in Louisiana west 
of the Mississippi River and south of a line drawn through 
Baton Rouge and Port Barre. 

The Franklin & Abbeville Railroad has_ trackage 
rights over the rails of Morgan’s Louisiana & Texas 
Railroad & Steamship Co. from Franklin through Bald- 
win, La., and over the Cypremont branch of the same 
line to a station known as F. & A. Junction, La. From 
F. & A. Junction the Franklin & Abbeville operates over 
its own rails westwardly to Milton, La., approximately 
45 miles, crossing the New Iberia & Vermilion Railroad 
at Davids, La. There are no joint rates from St. Louis, 
Mo., the basing point for rates to southwestern territory, 
to points in Louisiana on the Franklin & Abbeville Rail- 
road. The schedules suspended proposed to make the 
aggregates of the intermediate interstate rates to and 
from Franklin or New Iberia the through rates to points 
on the Franklin & Abbeville. The present rates between 
New Orleans and these points are said to be 90 per cent 
of the local rates, whereas the proposed rates equal the 
local rates. Between New Orleans and Milton, for ex- 
ample, a distance of 145 miles, the present and proposed 
rates, in cents per 100 pounds, are as follows: 


To— 1 2 3 4 sk 2B Cop fs 
I ais sc ioceecawered ye 57 51 46 38 27 265 23 22 21 19 
EE is «6 ov ees mel s 62 55 50 42-29 28 26 25 23 20 

SOG oo t's 0scmeeesan 5 4 4 4 Sac a 1 


The present rates were first established more than 
25 years ago. Because. of water competition they were 
published on the basis of bulk and not on the basis of 
weight. The only changes effected since 1889 have been 
reductions. When the railroad commission of Louisiana 
was established these rates were filed with it; also, out 
of’ abundance of caution, it is stated, with this Commis- 
sion, although the rates applied only on intrastate traffic. 
Now, practically all of the Franklin & Abbeville’s state 
tariffs that were on file with us have been canceled. 
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Joint class rates were published from St. Louis April 
15, 1915, in cents per 100 pounds, as follows: 


eT ha 6-6 Oi o's sae oot Gore oe 1 3 4 5 A Bak. oe. 
BL itl 5 <ove che 6.06 wil He male 145 120 104 91 71 75 6 55 45 39 


This scale was prior to April 15, 1915, and is now 
applicable to Erath, La., a point on the New Iberia & 
Vermilion Railroad, 141 miles from New Orleans. 

The Southern Pacific has two lines in Louisiana, one 
running directly west from New Orleans to Houston, the 
other from Lafayette to Alexandria, La. The scale of 
intrastate class rates from New Orleans to points in 
the so-called Shreveport group, including Alexandria, and 
also to points east -thereof on Morgan’s Louisiana & 
Texas line, and on the Texas & Pacific Railway, includ- 
ing Cheneyville, La., is 60 cents first class. On Nov. 14, 
1914, formal application was made to the railroad com- 
mission of Louisiana by the Southern Pacific lines for 
permission to increase the scale to 80 cents, with cor- 
responding increases in the commodity rates. The scale 
of rates from New Orleans to Alexandria, 231 miles over 
the Southern Pacific and 192 miles over the Texas & 
Pacific, is, in cents per 100 pounds: 


RE: wie ote artade mes tienre es 4 1 2 3 t 5 A ee ee ae 
NNR 4 ing Ga aud <'o dh ale WROS 9 hie 60.60’ 40 30 22 25 20 17 16.15 


The rates on the Southern Pacific line to Houston 
are lower than the rates to points on its line to Alex- 
andria. The reason is that the rates to Houston have 
been observed as maxima to intermediate points. The 
present scale of class rates, in cents per 100 pounds, from 
New Orleans over the Southern Pacific in the direction 
of the Sabine River is indicated by the following state- 
ment: 


To— Miles. 1 2 3 ae a ee 
MEE ss. <p dob. w'ed'e 6065 25 20 16 15 13 12 12 12 11 10 9 
Lafourche .......-.+s: 52 25 22 20 15 14 14 12 11 11 10 
OEE Bec cc ccce evens 102 39 34 30 23 20 19 18 17 16 14 
GOOMNE 6 0b 0 00s Soc sc tic een 150 44 388 34 26 23 21 20 18 17 16 
er ore 229 56 44 41 32 26 23 21 #20 18 17 
Sabine River .........262 56 44 41 32 26 23 21 20 18 17 


The proposed rates to Sabine River, 252 miles, are 
said to be on a scale of 73 cents, first class, but as they 
are state rates and are not on file with us, we are unable 
to check them. 

The following statement shows the present and pro- 
posed rates, in cents per 100 pounds, from New Orleans 
to three representative points, as proposed by the Frisco: 


To— 1 2 3 4 5 A B COD E Miles. 
New Iberia: 

Proposed ....... 59 57 56 49 39 40 38 34 25 18 125 

ee... aoe oe oe Ze me 38 17 Ie 3 125 
Opelousas: 

Proposed ....... 63 60 59 51 40 41 39 35 25 18 149 

ES #6 6 owas 46 40 35 26 23 21:20 19 17 16 149 
Eunice: 

Proposed ...... 67 62 60 54 4 46 42 35 25 19 170 

PVOGOME 05 cee a0 41 36 27 238 3h 32°30 #17 36 170 

The increases proposed range from 1 cent to 29 


cents; that is, from 7 to 123 per cent. The average in- 
creases in rates on fourth and fifth class traffic, which 
includes soap, lard and lard substitutes, are, fourth class, 
23 cents; fifth class, 18 cents; 82 and 78 per cent, re- 
spectively. 

In Chamber of Commerce of Houston, Tex., vs. I. & 
G. N. Ry. Co., 32 I. C. C., 247 (The Traffic World, Dec. 
19, 1914, p. 1121), we found that the rates from New 
Orleans to Houston were compelled. Respondents state 
that the rates proposed to be canceled are also water 
competitive rates and cannot be increased so far as state 
traffic is concerned without the consent of the railroad 
commission of Louisiana. Respondents submitted numer- 
ous comparisons of rates, intended to show that the 
present rates are abnormally low and that the proposed 
rates are reasonable. These exhibits show that the 
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present state rates are materially lower than the rates 
on the Texas & Pacific Railway and Louisiana Railway 
& Navigation Co. to points on those lines in Louisiana, 
after they cease to parallel the Mississippi River; lower 
than the rates of the Vicksburg, Shreveport & Pacific 
Railway from Vicksburg, Miss., to Louisiana points; 
lower than the scales of class rates prescribed by the 
railroad commissions of Missouri. Arkansas and Texas; 
lower than the rates fixed for application between points 
in Oklahoma and Texas in Corporation Commission of 
Oklahoma vs. A. & S. Ry. Co., 25 I. C. C., 520 (The Traf- 
fic World, April 19, 1913, p. 860); and that the general 
level is lower than the rates over main lines in the 
state of Missouri from St. Louis to Kansas City, Mo. 
They are also below the rates fixed in Iowa State Board 
of R. R. Commissioners vs. A. E. R. R. Co., 28 I. C. C., 193 
(The Traffic World, Aug. 16, 1913, p. 371). Respondents 
also assert that the operating conditions are more favor- 
able and that the tonnage is greater between the Mis- 
sissippi and Missouri rivers and from Iowa points to 
interstate destinations than in Louisiana 


The Vicksburg, Shreveport & Pacific Riilway is the 
only line in Louisiana other than those of respondents 
operating westwardly. Its rates are therefore said to 
afford the best criterion of the propriety of the rates in- 
volved. The following statement compares the proposed 
increased rates from New Orleans to points common to 
the Southern Pacific and Frisco over the Frisco with the 
scale. of the Vicksburg, Shreveport & Pacific for similar 


distances. Rates are stated in cents per 100 pounds: 
To— ‘Mie. tes * SSB Ow 2 
New Iberia .......... 125 59 57 56 49 39 40 38 34 25 18 
Ws ee oi ic oid 130 71 66 58 48 41 43 39 37 36 35 
Opeleees: 6.5... css 149 63 60 59 51 40 41 39 35 25 18 
i Oe ee eer 150 76 71 63 51 44 46 42 40 39 38 
NO. Sah ccc kets es 170 67 62 60 54 45 46 42 35 25 19 
WaT Ge Ob vs. Ge okae e 60 170. 76 71 63 51 44 46 42 40 39 38 


The rates on the Vicksburg, Shreveport & Pacific are 
state rates, which we are unable to check. The pro- 
posed rates from New Orleans to Fulton, La., approxi- 
mately 217 miles, are compared with the rates from 
Vicksburg to Jefferson, Tex., approximately the same 
distances, as follows: 


To— 1 2 3 1 A EC PD E 
PUL. Pk ae ec eiace ass ce ae 75 70 «#67 «+59 49 51 46 36 26 21 
PUNE SS iehieewsmdee. cee 137 119 102 93 74 78 G9 56 44 37 


The rates cited from Vicksburg to Jefferson were 
opposed with others in Williams Co. vs. V., S. & P. Ry. 
Co., 16 I. C. C., 482 (The Traffic World, July 3, 4909, p. 1). 
However, the Vicksburg, Shreveport & Pacific’s mileage 
rates are under attack in Docket No. 6513, Thompson, 
Ritchie & Co. vs. V., S. & P. Ry. Co: Respondents seem 
to doubt whether the record warrants an order similar 
to the one entered in the Shreveport case, Railroad Com- 
mission of La. vs. L. S. W. Ry. Co., 23 I. C. C., 31 (The 
Traffic World, March 30, 1912, p. 599), but insist that if 
undue prejudice does result against interstate shippers 
through the maintenance of the lower interstate scale, 
such an order should be entered either in this or some 
other appropriate proceeding. 

No testimony was offered directly on behalf of the 
Frisco other than a statement that the rates sought to 
be withdrawn are those which were in effect on other 
lines in Louisiana when the Frisco line was constructed; 
that they were established to meet the conditions which 
then obtained, and that they have brought about the 
present receivership. A witness for the Frisco merely 


corroborated the testimony of the Southern Pacific lines. 
Much stress is laid by respondents on the absence 
of protest from shippers or receivers of freight in Louisi- 
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ana or from any other part of the United States, with 
the single exception of one concern interested in the 
movement of but two articles from two points of produc- 
tion, whose exhibits, moreover, show as to most of the 
rates involved that it will not be affected by them, since 
the rates which it pays are joint rates undisturbed by the 
proposed increases. It is stated that the increase in the 
local rates will not automatically work an increase in 
joint rates, and that if the joint rates are increased 
protestant may protest them. 

Protestant states that it is entitled, in the composi- 
tion of rates from Cincinnati and Macon, to the full force 
of water competition from those points to New Orleans 
and thence to Louisiana destinations; that the initial 
lines at Cincinnati and Macon have uniformly upheld its 
contention, but that the lines leading west from New 
Orleans have sought to deprive protestant of the benefit 
of this natural advantage. As the rates proposed to be 
canceled have been in effect for 25 years and are water 
competitive rates, protestant considers that it is entitled 
to their maintenance. It is testified on protestant’s be- 
half that there are large manufacturers at New Orleans 
competitive with protestant’s business. 

In Chamber of Commerce of Houston, supra, the at- 
tack was on class rates and certain commodity rates from 
Houston to interior Louisiana points. In that case the 
rates in the opposite direction were cited, and it was 
shown that a 70-cent scale applied from Houston to so- 
called gateways in Louisiana, of which Alexandria may be 
taken as representative. A scale of $1.37, applied from 
Houston to Boyce, La., a local station on the Texas & Pa- 
cific, a short distance above Alexandria and 258 miles 
from Houston. This scale applied from New Orleans to 
Texas common points. Notwithstanding the lower rate to 
Alexandria. we held that it was not unreasonable to apply 
the $1.37 as a maximum from Houston. That case was 
decided during the pendency of the present proceeding. 

We do not decide whether the proposed rates are 
per se reasonable or unreasonable. If we allow them to 
become effective, while lower rates apply on state traffic 
from New Orleans, unjust discrimination must result. See 
Class Rates Between Stations in Louisiana, 33 I. C. C., 
302 (The Traffic World, March 20, 1915, p. 600). The 
propriety of the increased rates has not been established 
and an order will be entered requiring the respondents 
to cancel the suspended schedules. 





ORDER. 


It is ordered, That the carriers respondent herein and 
designated in said schedules be, and they are hereby, 
notified and required to cancel, on or before June 3, 1915, 
the rates, charges, practices and regulations stated in the 
schedules specified in said orders of suspension. 


BRIEF OF CARRIERS ON SLAG 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 





Combatting every important claim made by furnace in- 
ierests against the proposed charge of 20 cents per ton for 
disposing of slag in eastern Pennsylvania, western Ohio 
and points in West Virginia, the railroads have filed their 
veply brief with the Interstate Commerce Commission. 


Contention is made by the carriers that since 1901 
ihey have been trying to get relief from the burden of 
wasting slag at their expense; that the proposed charge is 
justified by the cost to the carrier; that utilization of refuse 
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under present conditions does not demonstrate it is of 
value to the carriers; that circumstances under which 
the carrier accepts and disposes of refuse constitute a prac- 
tice by the carrier and a service to the industry; that the 
carriers transport much of the slag and other refuse ma- 
terial interstate and that the Commission has jurisdiction 
to determine the rate for wasting slag and other refuse. 


It is pointed out that during the period from 1890 to 
1900 the railroads began to feel that the disposition of slag 
and other refuse material was a burden on them. It is now 
an engineering problem, the brief recites, for the railroads 
to find a place to dispose of the material. The cost per ton 
on each road is set forth, the lowest being 36.68 cents on 
the Erie and the highest 49.4 cents on the Pittsburgh & 
Lake Erie. 

The net cost per ton to the P. & L. E. for a given 
year is placed at $.206 per 100 or $19.75 per car, resulting 
in a cost of $948,472 for the year’s supply. The “theoretical 
credit” to offset this, by which allowance is said to be 
made for slag used to advantage by the railroads is placed 
at 40 cents a cubic yard. Each car carrying 45 cubic yards, 
the result is given as $48,996 for maintenance work and 
$362,664 for improvements, or a total of $481,350, which, 
taken from the costs stated in the foregoing, leaves a net 
cost of $467,122 for the 2,215,040 tons handled during the 
year. 

The strongest consideration against treating the cred- 
its as representing the value of slag to the carriers is held 
to be a consideration that goes with the whole case— 
namely, that although part of the slag is made use of, 
none of it is needed. : 

Taking up the argument that the circumstances under 
which the carrier accepts and disposes of refuse con- 
stitute a practice by the carrier and a service to the in- 
dustry, the brief makes the following points: 

The carrier supplies the car, the shipper loads slag 
into the car without cost to the carrier, and the carrier 
picks up the car at the usual place on the industry’s 
track for receipt of freight. The industries, it is asserted, 
do not indicate any destination or consignee; under the 
proposed tariffs the industries do not have authority to 
name any destination. Ordinarily no bill of lading is 
issued, it is stated, but the Cambria Steel Co., for its own 
convenience and records, makes out a bill consigning “the 
stuff in care of the railroad agent, Johnstown.” The car- 
rier has absolute control over the movement of the prop- 
erty, it is explained. Contrary to statements by furnace 
interests, the brief says a large part of the slag moves 
interstate in the haul from the industry to the place 
wherever it is disposed of. 

Wasting service is declared to be a service of trans- 
portation within the definition of the Act to regulate 
commerce, being performed in interstate commerce with 
facilities of the carriers. The Commission does, therefore, 
have jurisdiction, it is maintained. 





COMMISSION ORDERS. 

The Commission has issued an order in Docket No. 
5198, sub 1, Standard Mirror Co. vs. Lake Shore & Michi- 
gan Southern et al., awarding reparation on account of 
an unreasonable rate on plate glass from Kittanning, Pa., 
to High Point, N. C., with interest from Nov. 12, 1913. 

The Commission has vacated its order of Feb. 9, 


’ 1914, in I. and S. No. 238, “Kansas-California Flour Rates,” 


the carriers having filed tariffs, effective April 30, 1915, 
to meet the Commission’s order of Jan. 20, 1915. 

The order in Docket No. 6484, City of Nashville et al. 
vs. L. & N. et al., is extended so as to become effective 
July 1, 1915, instead of June 1. 
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Western Advanced Rate Hearing 


Long Session Nears the End—Evidence On Packing House Products and Live Stock—Odds anc 
Ends of Testimony—Interesting Figures Made for Commission by F. H. Millard 


Following the conclusion of the testimony of W. H. 
Benn for the protestants, Friday, April 30, the carriers 
offered two witnesses in rebuttal, F. A. Leland, chairman 
of the Southwestern Tariff Committee, and C. F. Balch, 
statistician of the Chicago & North Western Railway. 

“Witnesses for Morris & Co.,” said Mr. Leland, “ob- 
jected to my showing of the percentage that packing- 
house and fresh meat rates bear to fifth and third class 
rates, respectively, in the West, as against the East. By 
additional calculations they charged that the difference 
in the level was not so great as I showed, but their figures 
do not destroy the force of my testimony. Accepting 
even their figures, the showing still stands that the com- 
modity rates in western territory are of less percentage. 
In the West they show packing-house products as only 
70.5 per cent of fifth class, while in the East it is 85.5 
per cent, and on fresh meats in the West they show 
the commodity rate as 63.2 per cent of the third class 
rate, while in the East it is 79.2 per cent.” 

Mr. Leland submitted supplementary exhibits, show- 
ing the gross ton-mile revenue on hides, compared with 
all commodity rates on other fifth class articles, from 
Wichita, Oklahoma City and Fort Worth to Memphis and 
St. Louis. This showed a large deficiency in the hide 
rate, the figures being: 


Other 
Hides Commodities 
To Memphis, from: Cent Cent 
oe aa ag ance en heh Shia d 9 =o .686 
I, OE cca cecesctanee | 530 804 
oi harcw ge ok 6 alenc wee 86 496 .742 

To St. Louis, from: 
OSL Cain sb oginaaintie sue a2 491 .746 
TE, 5 aoe & either) 04 .480 771 
EE es sian a ake han o's 6 08 414 041 


t 


“This shows,” said Mr. Leland, “that the rates on 
green salted hides are far below the average of all other 
commodities, which properly belong to the same class.” 

Mr. Leland presented another supplementary exhibit, 
showing the gross ton-mile revenue from Wichita to Kan- 
sas City on fresh meat and packing-house products, com- 
pared with other commodities in the third and fifth class, 
to which, it was claimed, they properly belong, respec- 
tively. 


“The gross ton-mile revenue on fresh meat is .501 
cent, against 1.187 cents on all other third class com- 
modities. The revenue on packing-house products is .484 
cent as. against .908 cent on all other commodities in 
fifth class. Thus fresh meat and packing-house products 
revenue is only about one-half of the average on all other 
commodities belonging to similar classes.” 


Mr. Leland then turned his attention to exhibits pre- 
sented by Morris & Co. which had indicated that the rate 
from Fort Worth to Texas points was less than from 
Oklahoma City for similar distances, and explained that 
iuis was due to the state rates made by Texas and inter- 
state rates set by the Interstate Commerce Commission. 

“The rates of the Texas commission,” said he, “are 
higher than the interstate rates up to 500 miles on pack- 
ing-house products and up to 450 miles on fresh meat, 





but the Texas commission rates are blanketed for dis- 
tances over 500 miles, while interstate rates grade up 
to 1,000 miles. So it is apparent that any rate within 
500 miles distance is less on the interstate haul from 
Oklahoma City than the state haul from Fort Worth, 
while, when we get above the 500-mile rate, Texas being 
blanketed, the state rate from Fort Worth is less. Pro- 
testing witness quoted these longer hauls on which the 
interstate rate is higher. 

“Protesting witness also testified that there was a 
rate of 34 cents in 1903 from Fort Worth to St. Louis. 
The railways cannot find any trace of this rate, and we 


challenge protestants to give reference to tariff authori- 
zation for it. 


“Witnesses for protestants discredited some of my 
calculations for the alleged use of incorrect distances. 
I gave 735 miles Fort Worth to St. Louis, and they claim 
720 miles is correct. The 720 miles’ distance is shown 
in the Official Passenger Guide via the Frisco and is 
figured by the use of the Rock Island and the Santa Fe, 
over which the Frisco operates under contract. This 
was not used in my calculations for the simple reason 
that since Dec. 1, 1913, the Frisco has operated no freight 
service that way. The distance I used was the next 
shortest available. 


“They also criticized my distance from Fort Worth to 
Vicksburg, which I showed as 395 miles, and they say 
it should be 412 miles. The actual distance is 393.4 and 
the distance of 393 has been used in exhibits filed by 
two packing-house representatives in this hearing. It is 
also recognized by the Interstate Commerce Commission. 

“Protesting witnesses called attetnion to some points 
to which they claimed the advance was more than 3% 
cents. The railways have withdrawn any advances 
greater than 314 cents and have not attempted to support 
any other advances than 3% cents. 

“They called attention also to points in eastern ter- 
ritory to which the advance is more than 3% cents. 
These are through rates and the figures, as filed, include 
advances made by lines from the Mississippi River and 
suspended under another docket, and also include ad- 
vances allowed by the Commission in the recent Five Per 
Cent case. We are now asking the Commission to ap- 
prove only the 3% cents to the Mississippi River. 

“Swift & Co. exhibits cited a number of points in 
Louisiana where the packing-house products’ rates were 
higher than fifth class, but the witness has overlooked 
the changes that the Interstate Commerce Commission 
allowed the carriers to make to these Louisiana points, 
effective April 1.” 


On cross-examination, Statistician McChord of the 
interstate Commerce Commission called the witness’ at- 
tention to the fact that in some cases he had compared 
local with proportional rates. Mr. Leland sought to jus- 
tify this on the ground that in such instances the pro- 
portional rates used were the same as the local charges. 
Commissioner Daniels renewed his inquiry as to the value 
of comparisons of rate bases in eastern with those in 
western states. Mr. Leland maintained that cumparison 
of the class rates in the East with the commodity rates 
in the East as against class’ with commodity, rates in 
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te West showed that the level of commodity rates in the 
West was lower than in C. F. A. territory. 

“But,” interrupted Ross Rynder, “fresh meats are not 
classified in eastern territory.” 

“No,” retorted the witness, “but the rates the traffic 
carries are equivalent to third class charges.” 

Mr. Leland also insisted that the uniform advance 
proposed would preserve existing relationships. His 
“defi” to the protestants to produce a tariff naming the 
24-cent rate to St. Louis was met with the production 
of the rate sheet by Mr. Heinemann. This named a rate 
of 84 cents to New York, of which the lines to St. Louis 
received 34 cents, but Mr. Leland contended that the 
34-cent charge did not apply. 

The shippers contended that in figuring the Vicks- 
burg mileage there was an out-of-line haul involved that 
Mr. Leland had not considered. 


C. F. Balch on the Stand. 


“Figures have been introduced by expert accountants 
for the protestants,” said Mr. Balch, “to show that the 
cost of 679 cars of dressed meats and packing-house prod- 
ucts from Council Bluffs to Chicago in November, 1914, 
was a little over 10 cents per car-mile. Coming from 
Council Bluffs, these cars must have originated at South 
Omaha packing houses. 

“TI have made an investigation of our records for 
November, 1914. There was, all told, out of South Omaha 
to Iowa, Illinois and Wisconsin a total of only 260 «ars, 
of which 204 cars came to Chicago and Proviso. The 
earnings on these cars, after taking out the switching 
charges at Chicago and Omaha, equaled $52.99 per car. 
Taking the figure of 10.1 cents per.car-mile arrived at 
by protestants as the cost of hauling each car one mile, 
it would cost $49.60 to haul a car to Chicago, leaving a 
net of $3.39 to pay taxes and overhead charges, or an 
operating ratio of 93.7 per cent. 

“Expert witnesses for protestants showed a revenue 
on 679 cars of $43,305.80. Our total revenue for the month 
of November on all dressed meat and packing-house 
products, from all stations on the system, our records 
show, was $51,502.24. This leaves only about $8,000 for 
the entire system, aside from cars they showed, and for 
all the system, aside from the Council Bluffs-Chicago line.” 

Cross-examination of Mr. Balch brought on a savage 
interchange of remarks between Mr. Walter, on the one 
hand, and Messrs. Wright and Burg, on the other. Wit- 
ness, after much questioning, would not deny that the 
number of cars mentioned by Mr. Pettijohn might have 
been handled over the Council Bluffs-Chicago division. 
Mr. Walter explained that the shippers had never con- 
tended that the entire 679 cars had all originated at 
Council Bluffs, but did insist that that number had been 
handled along the line to Boone. 

It was finally admitted, in answer to questions from 
Examiner Watkins, that, using the Pettijohn basis and 
applying it to the number of cars cited by Mr. Balch, 
the results would be the same per car, but Mr. Balch 
insisted that the figures were misleading, because actual 
loading was less than that shown by Mr. Pettijohn and 
because witness for the protestants had made no allow- 
ance for terminal charges. To this exception was taken. 
It was pointed out that the costs given from Council 
Bluffs to, Proviso were direct train costs only, and that 
in the allocating of freight expenses to the traffic on 
‘resh meats and packing-house products, more than the 
vroper share of yard and terminal expenses had been 
charged to that tonnage. 
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Mr. Walter offered to have Mr. Pettijohn and Mr. 
Balch check up the original records upon which Mr. 
Pettijolin’s figures were based with the records in the 
Northwestern office. To this Mr. Wright would not 
agree. He was willing to take Mr. Pettijhon’s working 
sheets and have them checked and returned to the ship- 
pers, but would not consent to a joint check. 

With this deadlock the hearing on fresh meats and 
packing-house products was declared adjourned. 


Live Stock Advances, 


Proposed advances in rates on live stock in western 
and southwestern territory occupied the attention of the 
parties in the Western Rate Advance case hearing Satur- 
day. But two witnesses were heard. The first was T. W. 
Tomlinson, secretary of the American National Live Stock 
Association, who presented the general issues from the 
standpoint of the man who raises live stock for shipment. 
The second witness was C. B. Heinemann, assistant traffic 
manager of Morris & Co., who presented the live stock 


_Tate situation from the standpoint of the live stock pur- 


chaser, the packer. Mr. Heinemann had not concluded 
his direct evidence when adjournment was taken at 
4 p. m. 

“The live stock shippers from points in the territory 
from which the rates have been advanced to the various 
markets and to pastures for interstate shipments,” said 
Mr. Tomlinson, “have all protested, through their various 
associations, against the advance. The two important 
advances are from Texas, Oklahoma and New Mexico to 
the markets on Missouri River, Mississippi River and 
Chicago and the advances from Oklahoma and adjacent 
states to Fort Worth and from Texas to Oklahoma City 
and Wichita. The advances in the stock cattle rates 
and the range sheep rates to Kansas pastures will aver- 
age probably from $5 to $7 per car. The advances 
from Texas to Oklahoma are generally $10 per car. 
The advances from Texas to the Northwest range states, 
like Wyoming, South Dakota and Montana, vary, but will 
probably average near $5 per car. I believe the advances 
from Iowa to Chicago run from 2 to 2% cents per 100 
pounds, which, on cattle, will probably equal $5 per car 
and varying amounts on hogs and sheep. 

“These rates have all been prescribed by the Inter- 
state Commerce Commission and have been concurred in 
by the railroads and have remained in effect long after 
the Commission time limit expired. 

“We shall undertake to show that the contentions 
which have been made by the railroads based on the 
gross ton-miles theory of earnings is wholly unjustifiable 
for two reasons: (1) That they are charging up the 
live stock for the entire empty movement of stock cars 
when it has already been shown that these cars are exten- 
sively used in other traffic which entails an empty move- 
ment, and (2) that the expense of movement of the tare 
weight of the car in which live stock is carried and the 
movement of the empty car is not the basis of earnings 
or expenses. 

“It is our contention that more than 40 per cent of 
the aggregate operating expenses of a railroad is a con- 
stant expense which does not fluctuate with the movement 
of the traffic. Therefore, that the whole computation 
based on the gross ton-miles, the theory of expense which 


has been presented, are erroneous and wholly misleading. 


“We shall undertake to show that the contention that 
extraordinary expenses are incurred in connection with 
the transportation of live stock is not true as compared 
to other freight, and that the terminal expenses of origi- 
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nating live stock traffic, transporting and delivering same, 
is less than the average of other freight; also that the 
movement of trains carrying live stock and perishable 
freight from the locality where it is produced does not 
require a reduction of train tonnage below the point of 
economical operation, for the reason that there is a sur- 
plus of power on the lines of railroads leading to the 
markets; also that the railroads do not in fact obtain 
traffic sufficient from that territory to load their trains 
heavily, except in rare instances. 

“We expect to show that the facilities with which 
live stock can be promptly handled are such that not- 
withstanding lower rates in cents per 100 pounds than 
is charged on some other traffic, it is the most profitable 
traffic which they handle, and more profitable than the 
average of their interstate business. 

“We expect also to show that a very large proportion 
of the aggregate tonnage of live stock is moved to and 
from local points within the various states and not on 
interstate rates, and that these state rates are propor- 
tionately lower by 30 per cent than the interstate rates 
which have been advanced. 

“We expect to show that the prosperity of the coun- 
try in the western half of the United States and the 
prosperity of the railroads is so intimately connected with 
the live stock traffic the* ‘* should be in every way en- 
couraged by the railroads for their own good. 

“We expect to show that an average of four move- 
ments of live stock is made before it ever reaches the 
consumer and an average of two movements on the prod- 
uct. In addition to this, that there is a vast movement 
of feed stuffs used in fattening live stock. 

“The proposed rates are higher than they have ever 
been before except where reduced by the Commission and 
that reduction sustained by the courts. 

“Rates on live stock from Iowa and Missouri to Chi- 
cago are now from 30 to 40 per cent higher than the 
rates for similar distances undér the Illinois, Iowa or 
Missouri state distance scales. The lowa rates are now 
higher than the actual rates from Kansas points to Kan- 
sas City. The bulk of the traffic moves into the various 
markets under the state scales, yet the carriers are here 
seeking to penalize the interstate movement. 

“From Texas points to the Oklahoma pastures the 
carriers are seeking to advance the rates about $10 per 
car, although the existing rates for this movement are 
about 50 per cent higher than either the Texas state 
commission scale or the schedule approved by the Inter- 
state Commerce Commission in the ‘Oklahoma City Case.’ 
The railroads are seeking to advance rates from the 
Southwest to Kansas, Colorado, Wyoming and South Da- 
kota $5 per car, although the present rates are higher 
than the Interstate Commerce Commission scale re- 
ferred to. 

“It is notorious that intrastate rates on practically 
all traffic are on a lower basis than interstate rates. This 
is noticeable in live stock rates. Going westbound, 
charges jump very rapidly after crossing the state lines 
of Kansas and Nebraska. If railroads are to be per- 
mitted to widen the present differences by increases in 
interstate rates, the time is not far distant when inter- 
state traffic will be standing most of the burdens of 
railroad transportation and state traffic will be reaping 
most of the benefits. 

“We contend that the terminal expenses on live 
stock average less than one-half the terminal ex- 
penses attached to other carload freight. On live stock 
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moving into Chicago the railroads assess a special ter- 
minal charge of $2 per car, which covers practically all 
the terminal expenses at that point. .This charge has 
run the gauntlet of Commission and court decisions. On 
other freight delivered at Chicago, the Chicago rate usu- 
ally applies and the railroads absorb.from $5 to $8 per 
car, in switching and other terminal ‘charges. This is 
also true of other live stock markets. = 


“We also claim that live stock moves in trains that 
carry, as a rule, as much revenue tonnage as the average 
of all trains. The bulk of the live stock traffic is handled 
in trains that also handle other freight. There has been 
no improvement ir the service given live stock traffic 
within recent years. On the contrary,.the time schedules 
have been lengthened. If there are’ trains which move 
at higher speeds because of live stock tonnage hauled, the 
speeds do not exceed the limits’ of economical opera- 
tion and fuel consumption, and no increased expenses are 
attached thereto. 

“Next to the box car, the live stock equipment is 
the most useful type on the road. It can be loaded with 
ties, lumber, rails, various iron and steel articles, pota- 
toes, watermelons, grain in sacks and a large number of 
other commodities. In fact, the capacity of many. stock 
cars has been increased simply and solely to accommo- 
date other freight. 

“A point has been made as to empty mileage. What 
are the facts? It is common knowledge that in the ter- 
ritory involved in this case the heavy.movement of ton- 
nage is eastbound, and there is a surplus of cars for 
westbound loading. Consequently there is no incentive 
to load to capacity cars returning westbound, as the rail- 
roads have to move their cars west, as well as their 
power, to accommodate other shipments. This also ex- 
plains why such a large percentage of the loaded cars 
carry comparatively light tonnage. If it were necessary 
or expedient, live stock cars could be loaded with a large 
proportion of the same kind of freight as is loaded in 
box cars. The reason why they are not so loaded is 
that there is a surplus of box cars moving westbound 
and there is no necessity to load stock cars as long as 
that condition exists. 

“The heavier movement of eastbound tonnage also 
has an impottant bearing on the cost of returning empty 
cars. The power must move back west, and the extra 
expense of handling empty cars is not a large item. 

“The railroads also charge the live stock traffic with 
empty movement of stock cars when those cars are sent 
out for other lading, such as beets in Colorado and vege- 
tables in the South. 

“The claims on live stock are closely related to serv- 
ice. If reasonably good service is accorded, there are 
no claims. If claims arise through inadequate service 
should that be a justification for higher rates? 

“Rates on live stock average very much higher, prob- 
ably 25 per cent, than the rates on all other commodities. 
This is more than sufficient to offset any disabilities that 
may be caused by lighter loading. 

“The present rates on live stock are higher than 
ever before in the history of the industry. I estimate 
that shippers of live stock now pay, directly or indi- 
rectly, from 20 to 25 per cent more for marketing their 
stock than they did 15 or 20 years ago. This .increase 
has been caused by flat advances in the rates themselves, 
by higher charges for feeding in transit, by the with- 
drawal of rebates, by the withdrawal of free transporta- 
tion formerly accorded* buyers who wished to ;go out to 
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pick up stock, by the change in rates from charges per 


car to cents per 100 pounds. 


“And yet live stock is the most even volumed tonnage 
handled by the railroads. It moves in regular volume 
week in, week out, with no great sudden rises or falls 
in tonnage, such as are incident to the handling of many 
other commodities. 

“Live stock is also unique in the sense that it gives 
the carriers a number of revenue-producing hauls. Cat- 
tle, for example, may move from the Panhandle of Texas 
to Wyoming for grazing. From Wyoming it may be 
transported to some market and there sold as feeding 
cattle. From the market it may move back to some 


pasture land for fattening and then be again moved to . 


a market and sold for slaughter. Every movement pays 
the railroad a rate.” 


Cc. B. Heinemann for Packers. 


Mr. Heinemann contended that the scale fixed by 
the Interstate Commerce Commission in the Oklahoma 
City case was amply remunerative to the carriers and 
that no advances therefrom should be permitted. He 
offered exhibits to show, however, that the carriers, in- 
stead of publishing the scale suggested for feeder cattle, 
viz., 75 per cent of the beef cattle rate, carried rates that 
ranged from 88 to 120 per cent of the fat cattle rate. 
“The changes now proposed,” said Mr. Heinemann, “would 
further increase these percentages, because the railroads 
are attempting to advance feeder cattle rates $10 per 
car, while the rate on beef cattle would be advanced only 
$6.30 per car. : 

“The Commission scale is by no means a depressed 
‘schedule. On the contrary, the charges under it are in 
many instances higher than those assessed by these same 
carriers for hauls of equal distance on other parts of 
their lines. This scale has not reduced, but increased 
their revenues, because it has greatly increased the 
movement. 

“But the carriers, it should be noted, however, have 
not followed the principles laid down by the Commission 
in the Oklahoma City case. For one thing, the Commis- 
sion expressed the opinion that the rates on feeder cattle 
should be 75 per cent of the rates on beef cattle. On 
Texas cattle to Oklahoma, the feeder rates average 99 
per cent of the beef cattle rates; from New Mexico, 100 
per cent. 

“We believe the Commission scale, properly observed, 
will give these carriers all the compensation which they 
can reasonably expect. If that schedule is at fault at 
all, it is because it is too generous to the railroads. We 
contend that no increase over the rates prescribed by 
the Commission should be allowed. 

“Speaking particularly for Oklahoma City, I want to 
say that no adjustment of interstate rates should be 
made that ignores the intrastate adjustment. Oklahoma 
is not a large cattle state, and its supply must be drawn 
principally from interstate sources. It is assuming im- 
portance as a hog center. But such Oklahoma live stock 
as is drawn into Oklahoma City for slaughter must be 
purchased in competition with Wichita and Kansas City 
on the north and Fort Worth on the south. These pack- 
ing centers have the benefit of home supply at state rates 
lower than the Interstate Commerce Commission scale. 
The Oklahoma state scale is higher than the Interstate 
Commerce Commission schedule.” 

Mr. Heinemann again took the witness stand at the 
opening of the hearing Monday morning. He was cross- 
examined by C. S. Burg, assistant general attorney of the 
Missouri, Kansas & Texas Railway, as to the contentions 
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that the carriers had not followed out the suggestions 
of the Interstate Commerce Commission in the “Oklahoma 
City case” as to the establishment of a rate of 75 per 
cent of the beef cattle rate on feeders. Mr. Burg took 
the position that the only evidence in the case referred to 
bearing upon that point was the statement by Mr. Cowan 
that that basis should be adopted. 


“Has not the increased movement of hogs from Okla- 
homa and Kansas to Texas cut down the empty south- 
bound stock car mileage?” asked Mr. Cowan. 

“Yes,” answered Mr. Heinemann. 


W. W. Manker Testifies. 


W. W. Manker, assistant traffic manager of Armour 
& Co., then took the stand. Oklahoma, the witness ex- 
plained, was a greater hog state than Texas and the Fort 
Worth packers look to Oklahoma for their hog supply. 
Incidentally, however, the Fort Worth interests are now 
spending considerable money in experimental hog farms 
to show the Texas farmers how to raise hogs in that state. 
Arkansas and Louisiana also are growing in importance 
as hog states, but even now it is sometimes necessary 
to ship live hogs from Kansas City, South Omaha and 
interior Iowa points to Fort Worth. 

Mr. Manker corroborated the testimony of Mr. Heine- 
mann as to the reasonableness of the “Oklahoma City” 
scale. “Though it meant both advances and reductions, 
Fort Worth is satisfied. 

“It is my understanding that the Interstate Commerce 
Commission scale is a composite schedule, that is, in 
establishing the rates, the Commission took into consid- 
eration the state distance tariffs in effect in Texas, Okla- 


‘ homa and Kansas. While it is true that application has 


been made to the Texas commission for permission to 
increase rates, it is not my understanding that the rail- 
road regulating bodies of Oklahoma or Kansas have been 
similarly approached.” 

“The live stock feature of the ‘Oklahoma City’ scale,” 
inquired A. W. McLaren, traffic manager of Morris & Co., 
“is as important as the rates on fresh meats and packing- 
house products?” 

“Yes:” 

“Do I understand,” interrupted C. R. Hillyer, repre- 
senting the Cudahy Packing Co., “that Fort Worth is not 
objecting to an advance?” 

“No; we are objecting to any advance.” 

“Suppose a condition developed where the carriers 
need more money,” said C. C. Wright, general solicitor 
of the C. & N. W. “It would be up to the Commerce 
Commission to decide, would it not?” 

“Yes,” replied Mr. Manker. 

“And the state rates would have to give way?” re- 
joined Mr. Wright. 

“The state rates should be considered,” said Mr. 
Manker. 

“You say the only solution is to leave the rates as 
now?” asked Mr. Burg. 

“That is my opinion,” said Mr. Manker. 

“Is that satisfactory to all the packers?” asked Mr. 
Burg. 

“I don’t know.” 

“Do you mean to say you never heard Fort Worth 
complain of the mileage scale?” asked Mr. Burg. 

“Fort Worth packers are not complaining,” reiterated 
the witness. 

J. D. Jackson for Stockmen. 

Evidence to disprove the claims of the railroads that 
improved, expedited service in recent years justified an 
advance in the rates on live stock was offered by J. D. 
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Jackson of Alpine, Tex., president of the Cattle Raisers’ 
Association of Texas. Mr. Jackson took the stand upon 
behalf of the 3,300 stockmen members of his organiza- 
tion. Because of competition with live stock on the hoof 
from Mexico and live stock products from South America 
and other countries, Mr. Jackson insisted that the cattle 
industry was in no position to pay higher transportation 
charges. 

“The Interstate Commerce Commission,” said Mr. 
Jackson, “has considered the question of live stock 
rates and services a number of times. Its conclusions 
have stood the test of court examination. We contend 
that there have been no material changes in the service 
accorded the live stock shipper since the subject was 
reviewed by the Commission that would justify an in- 
crease in rates. The situation of the stockman has not 
been made easier by any recent developments. If any- 
thing, he is carrying a heavier load. 

“The service and methods of handling live stock into 
the terminal markets have not been generally improved 
in recent years. There have been no noteworthy ad- 
vances in the manner of loading and unloading. The 
quantity used and the manner employed in bedding is 
the same to-day as it was several years ago. The size 
of the trains, about which we have heard so much, have 
been increased and now carry all sorts of dead freight 
as well as live stock. There has been no betterment in 
terminal facilities at the big live stock markets. Neither 
has there been any betterment in the manner of fur- 
nishing live stock cars or in the character of the cars 
themselves. 

“The average life of a stock pen, however, is 20 
years, instead of the 10 claimed by the carriers. The 
cost of maintenance is a very small item. As a matter 
of fact, many of the repairs are made by the stockmen 
themselves. There have been no reductions to the 
shippers for stoppage to feed or pasture, and in many 
cases the charges for such services have been increased. 
The charges for stopping to dip have also been advanced. 
The number of attendants accompanying live stock ship- 
ments has not changed. On the other hand, the regu- 
larity of movement, which is one of the most attractive 
features, from a transportation standpoint, about this 
tonnage, still holds up. 

“While it is true that the price of live stock at the 
terminal markets has increased, that is no proof that 
the profits of the cattle business have been so enlarged 
that the stockman should be called upon to contribute 
more than a reasonable rate to the railroads. The truth 
of the matter is that the profits of the cattleman have not 
grown because of the increasing cost of production. 
To-day it costs about $25 a head to fatten and finish 
cattle for the market; ten years ago the costs ran 
between $7 and $10. Lands have advanced from $3 to 
$12 per acre. The rents on Texas grass lands have in- 
creased from 3 to 50 cents per acre. The cost of pas- 
turing in Kansas has increased from $2.50 to $8 per 
head; in Oklahoma, from $2.50 to $6. Feed is higher. 
Cow ponies cost more. The board of the men who ride 
the range has increased from $6 to $14 per man.” 

“The railroad service accorded live stock shipments,” 
testified the next witness, H. N. Stonebreaker, a member 
of the executive committees of the American National 
Live Stock Association and the Cattle Raisers’ Associa- 
tion of Texas, “instead of having improved in recent 
years, is not as good as it used to be. In the old days 
solid trains of live stock were run through from the 
loading points to the markets at as high a speed as was 
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consistent with economical operation. To-day a train 
may start out with nothing but stock cars behind the 
tender, but before it. passes the second division it is 
loaded up with dead freight. 

“Last week, for instance, I loaded two trains for a 
900-mile shipment. From the time of delivery, I figure 
that the train made about 10 miles an hour. I have 
known of stock trains that were so overloaded with 
dead freight that the train broke in two. 

“Live stock can be loaded with more rapidity than 
any other commodity handled by the railroads. I have 
seen cars loaded in between four and eight minutes, 
while they can be unloaded at yards at the rate of a 
car a minute. Bedding, usually sand in the Southwest, 
is neither expensive in cost nor in the time taken to 
bed a car. A man can bed a car about as fast as one 
can be loaded.” 

James A. Seddon, who was the master in chancery 
that heard the evidence in the case of the Missouri, Kan- 
sas & Texas Railway et al. vs. Interstate Commerce Com- 
mission (The Cattle Raisers’ Case), was heard briefly. 
He identified the report made by him in that case and 
filed a certified copy of the decree of the United States 
Court of Appeals denying the plea of the carriers. 


McClure for Sheep Men. 


S. W. McClure, secretary of the National Wool Grow- 
ers’ Association, representing over 30,000 sheep men, fol- 
lowed him. Mr. McClure raised a protest against existing 
carload minima on sheep, claiming that they were from 
2,000 to 5,000 pounds in excess of actual loading. He also 
disputed railroad claims as to average life and expense 
of maintenance of stock pens. Another subject of criti- 
cism was tariffs recently filed by the O.-W. R. & N. Co. 
making a charge of $4 per car for disinfecting double- 
deckers. He claimed that Mr. Spens had testified in 
Denver that the cost was only 15 cents a deck. As to 
cleaning, witness declared that some cars were only 
cleaned about once a year. In fact, the situation has be- 
come so outrageous that the Bureau of Animal Industry 
had advised shippers to refuse to accept cars for loading 
that were not “reasonably clean.” 

“Had it not been for the European war,” said Mr. 
McClure, “the United States would have imported 800,- 
000,000 pounds of Australian and Argentine meat last year. 
Meat has been accumulating in the New Zealand coolers 
that will have to move when the hostilities are over. 
These foreign plants can sell at about 50 per cent of the 
cost of American products. Labor in New Zealand is 
cheaper. A sheep can run on one acre per year. This 
pasture land is leased from the government at from four 
to eight cents. In our western country we take between 
seven and eight acres to run a sheep. Our interest charges 
on the cost of the land would run about 20 cents an acre.” 

On cross-éxamination by the statistician for the Com- 
mission, Mr. McClure pointed out that while three cars 
moved into the feed lots under a feeding-in-transit rate, 
four cars of sheep moved out—one of which would pay 
the local rate. He also insisted that the stock car was 
the most useful of the railroad freight-carrying equipment. 

There was no cross-examination by the carriers. 

D. C. Smith, general manager, Wichita Union Stock- 
yards Co., and John Woods, a commission merchant and 
live stock shipper at that point, voiced the protest of 
that city against the proposed advances. While not 
wholly satisfied with the Interstate Commerce Commis- 
sion scale, they said, it had materially helped the south- 
western situation and advances would bring back the same 
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disorganized situation that existed prior*to the promul- 
gation of the Interstate Commerce Commission scale, 

Further testimony as to the deterioration in the char- 
acter of the service now afforded live stock shippers by 
the railroads was given by John K. Rosson of the Camp- 
bell-Rosson Live Stock Commission Co. of Fort Worth, 
Tex. 

“When I was in the railroad service,” testified Mr. 
Rosson, “the Missouri, Kansas & Texas Railway handled 
live stock shipments from the Texas range country to 
St. Louis by special wire. The average time in transit 
was from 40 to 44 hours. To-day, the average time runs 
from 70 to 80 hours. The train tonnage has been doubled. 
With the addition of cars of dead freight, the long trains 
become a menace to the live stock, as the jerking and 
jamming in transit when an engine is hauling 60 cars 
shakes and bruises the stock and lessens its value. 

“Testimony has been offered and computations based 
upon the assumption that the dead weight of a live stock 
car is between 22 and 23 tons. A check I have made on 
664 cars gives an average weight of 34,192 pounds. This 
difference of five tons, of course, seriously affects any 
calculations made or deductions drawn from the higher 
figure. 

“A word as to profits: It is my belief that the losses 
sustained last year in fattening and finishing cattle for 
the market ran from $12 to $20 a head. You will look 
long to find anyone who has grown rich in feeding cattle 
in recent years.” 

Corn Belt Meat Producers. 


Protest against proposed advances in the rates on 
live stock from Iowa points to Chicago was voiced at 
the Tuesday hearing by several members of the Corn 
Belt Meat Producers’ Association A. Sykes of Ida 
Grove, Ia., former president of that organization, was 
the first witness of the day. 

“There has been no improvement in service,’ de- 
clared Mr. Sykes, “nothing to justify an increase in our 
transportation charges. We have no expedited service 
on branch lines, and on main lines we must furnish a 
full trainload of stock to get reasonably fair service. 
Even that service does not measure up to the standard 
of former years, when trains were shorter and faster 
runs were made.” 

“But the engine capacity has been vastly increased 
in recent years, has it not?’ inquired Commerce Counsel 
Henderson of the Iowa commission. 

“Yes,” answered Mr. Sykes, “but my understanding 
is that the carriers do not work these Moguls to their 
rated speed capacity. 

“Cars are not cleaned properly. In summer time 
they are cleaned probably every sixth or eighth trip, 
while in winter I have been furnished equipment that 
had 18 inches of animal refuse frozen in the bottom of 
the car. 

“Don’t get the idea, Mr. Examiner, that the bunk 
cars furnished for the accommodation of the live stock 
caretaker are Pullman palace cars. Far from it. If 
the ears are not overcrowded, you get a chance to 
stretch out on the bare boards. Some of these cars 
may have the remnants of a mattress, but no self- 
respecting man would care to sleep on it. I want to 
be fair to the railroads, however; when these cars were 
first put on, somé 20 or 30 years ago, clean, acceptable 
bedding was supplied, but no attempt seems to have 
been made to keep it up to standard. Imagine furnish- 
ing a house 20 years ago and never renewing any of the 


THE TRAFFIC WORLD 





1017 








furnishings! It might have been well furnished at the 
start, but what would it be now? 

“The lengthening of the time schedules has been to 
the disadvantage of the shipper, as it has increased the 
loss in weight through shrinkage in transit. On the 
other hand, while the train service has declined, we 
have had to face other costs that have increased the - 
expense of production and marketing. Wages have 
advanced, taxes are higher and the feed has jumped 
about 300 per cent, as compared with what it was when 
we had the faster schedules.” 

Corroborative testimony of the injustice of any ad- 
vance was given by S. N. Corrie, president of the Corn 
Belt Meat Producers’ Association; George Cruise, Mas- 


sena; Joseph Eisley, Malcom; Charles Goodnow, Wall 
Lake; Warren Nichols, Minerva, and Charles Cessna, 
Grinnell, Iowa farmers shipping live stock to the ter- 


minal markets. 

On cross-examination, Mr. Sykes stated that losses 
in fattening and finishing cattle had been heavy last 
year. Prior to that there had been some profit. Mr. 
Wright brought out that the advance from Ida Grove 
would be $5 per car, while the value of the live stock 
would run from $1,000 to $2,000 a car. Counsel for the 
railroads also disputed claims as to the condition of the 
bunk cars. 

“Our general superintendent,” remarked Mr. Wright, 
“rode on them for a test, and said he slept well.” 

Mr. Wright also sought to develop that the heaviest 
movement of stock was in the winter months, when 
operating conditions were at their worst. 

Mr. Sykes conceded that there was some profit in 
the hogs. 

“Suppose we were to advance the rates on grain, 
would that help the meat feeder?” asked Mr. Wright. 

“It would tend to induce more feeding of grain, and 
so help him.” 

Mr. Cessna testified that the lengthening of the time 
schedules had increased the shrinkage about $10 per car. 

“Would you be willing to pay $10 a car more to 
have the old rates back?” asked Mr. Wright. 

“No.” 

“The proposed advance in the rates on live stock,” 
asserted S. N. Corrie, president of the Corn Belt Meat 
Producers’ Association, ‘is absolutely without justifica- 
tion. Instead of trying to burden an industry in a 
critical situation, it would be to the interests of the 
transportation companies and of the country as a whole 
to aid in fostering and building up the business of live 
stock, not only as a means of replenishing the meat 
supply, but also as the most effective agent in renewing 
the fertility of the soil. 

“We feel that any advance in rates would be with- 
out justification. There have been no changes for the 
better in the service given the live stock shippers. The 
changes, if anything, have been for the worse. But, 
aside from the utter lack of justification for increased 
rates, this is the most inopportune time the carriers 
could have selected for attempting to saddle more bur- 
dens upon the live stock shipper. With cholera, foot 
and mouth disease and other quarantine restrictions, the 
conditions surrounding the cattle feeding industry have 
been distinctly bad. An advance in _ transportation 
charges piled on to the other disabilities under which 
we have been struggling would seriously threaten the 
future of the live stock industry in the corn belt states. 

“Anything that hurts the live stock industry hurts 
the agricultural industry as a whole, and it is from the 
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soil that the big tonnage of these railroads comes. Stock 
raising in these states is largely engaged in as a matter 
of soil conservation. Therefore the railroads could well 
afford to encourage this industry, because the more 
unattractive stock raising is made to the farmer the 
more depleted will become the fertility of the farm and 
depleted soil spells reduced tonnage to the carriers.” 

Illinois joined with Iowa in protest against the pro- 
posed advances in live stock rates. S. Musgrove, presi- 
dent, and J. B. C. Lutz, secretary-treasurer of the Mili- 
tary Tract Shippers’ Live Stock Association, testified 
on behalf of the 1,000 stock raisers who are members of 
their association. Like the Iowans, who declared that 
no advance should be permitted, the Illinois shippers 
also contended that there was no justification for in- 
creasing the transportation charges on live stock. They, 
too, claimed that it would increase the burdens on the 
live stock industry, which stood in need of encourage- 
ment, rather than hindrance. 

In addition to the general testimony, Mr. Lutz, who 
testified that he handled claims for the members of his 
organization, also offered evidence upon that feature of 
the case. 

“Ninety per cent of our claims,” he said, “are occa- 
sioned by the delays of the railroads in getting the stock 
to market on schedule, thereby depriving the shfpper 
of reasonable time for effecting sale the date of arrival. 
Investigation shows that these delays are due to a num- 
ber of causes, chief among which might be mentioned 
delays due to overloading live stock trains with cars of 
dead freight; loss of time of main line trains waiting 
for delayed cars from branches; hot boxes and defective 
drawbars.” 

Henry C. Wallace Reappears. 

Special encouragement of the live stock industry as 
a means of advancing the prosperity of the country as 
a whole was urged by Henry C. Wallace, editor of 
“Wallace’s Farmer.” 

“The transportation of live stock,” said he, “should 
be treated by the railroads just as the grocer treats 
sugar—as a staple upon which no profit is expected. The 
freight rate on live stock should be less in proportion 
to the cost of service than the rate upon almost any 
other commodity, not because the live stock farmer as 
an individual is entitled to special consideration, but 
because the prosperity of the entire country is advanced 
by the encouragement of live stock growing and feeding. 

“Live stock is important as an aid in arresting the 
depreciation in fertility. Anything that tends to dis- 
courage the growing and feeding of live stock is hurt- 
ful to the community at large and destructive of a pros- 
perous agriculture.” 

Mr. Wallace submitted figures showing the fertility 
in nitrogen, phosphorus and potassium in corn, oats and 
wheat. Applying this to the Iowa yield in 1909, he de- 
clared that the three crops contained over 433,000,000 
pounds of nitrogen, 72,000,000 pounds of phosphorus 
and 86,000,000 pounds of potassium. To replace thes® 
elements with the cheapest forms of commercial fer- 
tilizer would mean. an expenditure of $83,900,000 for the 
state, or $386 per farm. To replace the nitrogen witi 
stable manure would cost about $400 per farm. 

“Large numbers of careful experiments indicate that 
when a food is given to animals, from 45 to 75 per cent 
of the nitrogen, 70 to 90 per cent of the phosphorus and 
70 to 90 per cent of the potassium contained in that 
food is recovered in the manure. “Assuming that 50 per 
cent of the nitrogen and 75 per cent of the phosphorus 
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and potassium are recovered in the manure, Iowa, in 
1912, saved $44,380,000, or $220 per farm, by feedin: 
part of its grain crops to the live stock on the farm. 
Despite this, the loss in fertility for the year was $100, 
000,000, or $500 per farm. 

“Even under the best system of live stock and grain 
farming, the fertility of the land is gradually exhausted, 
and the time will come when the use of commercia! 
fertilizers will be necessary. Anything which tends to 
discourage the growing and feeding of live stock wil! 
not only greatly hasten the depreciation of the fertility 
of the soil, but will reduce the yield of crops, both 
because of the reduction of fertility and the poorer me- 
chanical condition of the soil. Under a system of live 
stock and grain farming, in which a considerable part 
of the crops is fed to animals, more grass is grown and 
a system of rotation of crops is followed. This helps 


. to maintain the humus in the soil, increases the water- 


holding capacity and makes it much more friable and 
more easily worked. When grain farming alone is 
practiced, the humus is rapidly exhausted, the ground 
becomes dead, retains water with greater difficulty, drifts 
badly with the wind and loses its fertility much more 
quickly.” 

South Dakota Rate Expert, 

D. S. Kelley, rate expert of the South Dakota Rail- 
road Commission, took the stand to oppose advances 
from that state. He submitted a volume of 20 exhibits 
covering an analysis of rates from stations on the C. & 
N. W. to Sioux City, South Omaha, South St. Paul and 
Chicago; St. Paul to Sioux City, St. Paul and Chicago, 
and M. & St. L. to St. Paul and Chicago. 

“Present rates on cattle from representative stations 
in South Dakota via the Northwestern average 23 per 
cent higher than the Oklahoma City scale established by 
the Interstate Commerce Commission is for similar dis- 
tances. The proposed rates would be 32.2 per cent 
greater. On hogs, present rates, double-deck, are 38 per 
cent higher, and the proposed rates 51 per cent greater 
than the scale. The average haul here is also materially 
greater than the average haul throughout the United 
States on live stock, while the ton-mile revenue derived 
from the present rates is vastly greater. The present 
cattle rates on cattle yield 20.32 mills as against an 
average of 13.76 mills throughout the western district 
of the country. 

“Rates from South Dakota to Sioux City via the St. 
Paul give an average yield on cattle of 21.01 mills per 
ton-mile; sheep, 21.96, and hogs, 24.05. The average on 
live stock is 22.34 miles, which is 276.4 per cent greater 
than the average earnings in the eastern district of the 
country. These rates also in many cases range up to 
twice as high as the rates in contiguous states. 

“Present rates on cattle to South Omaha average 
20.6 per cent greater on cattle than would result from 
the Oklahoma City scale; proposed rates would be 24.5 
per cent. Present rates on hogs, double-deck, are 31.9 
per cent, and proposed, 38.2 per cent greater. For hauls 
approximately 50 per cent greater than the average 
throughout the country, the average ton-mile revenue is 
228 per cent higher than that received on short hauls 
in eastern states. To St. Paul, rates on all kinds of 
live stock range materially higher than the Oklahoma 
City scale. 

“Taking present rates to Chicago via the St. Paul, 
we find hauls ranging up to 800 miles and averaging 
over 646 miles, or more than 347 per cent of the aver- 
age haul on live stock throughout the United States, so 
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that the ton-mile revenue derived from such hauls is not 
properly comparable with that derived from hauls less 
than one-third as great. Yet we find that even the 
present rates from all the points shown in my exhibit 
on cattle, hogs and sheep range up to 13.74 mills and 
average 11.33 mills, which is approximately 50 per cent 
greater than the average ton-mile revenue derived by all 
of the carriers in Western Trunk Line territory on all 
of their revenue freight, including L. C. L. traffic, for 
hauls less than one-third as great. 

“A conservative estimate of the cost of the pro- 
posed advance to South Dakota would be $212,857 per 
annum, 

“The carriers have quite generally throughout this 
case attempted to justify increases on the basis of the 
relationship existing between class and commodity rates 
here and class and commodity rates in other territories. 
Applying that test here, we find that our present rates 
range up to two times what they should be. As a gen- 
eral proposition, rates in the Southwest range from 50 
to 75 per cent over those in Western Trunk Line terri- 
tory. It would then follow, under the theory advanced 
by the carriers, the live stock rates in the Southwest 
should be materially higher than in Western Trunk Line 
territory. As a general proposition, however, our live 
stock rates range from 50 to 60 per cent higher than 
the southwestern rates—and the Commission fixed the 
southwestern scale. 

“A comparison of proposed rates with rates under 
the Oklahoma City distance scale shows, with a few 
exceptions, that our proposed rates to the principal mar- 
kets are very materially higher, in quite a number 
of cases more than 100 per cent greater than the 
scale. This is especially true as to the rates to St. 
Paul, Sioux City, South Omaha and other markets in 
Minnesota and Iowa. Comparison of these proposed 
rates with those in contiguous states shows the rates 
from South Dakota in very many cases are from 50 to 
100 per cent higher than the state distance scales. These 
state scales have been in effect for considerable periods 
of time. They have not been shown to be unreason- 
able. In many cases they have been given interstate 
application by the carriers themselves. The conditions 
of transportation applying here and in contiguous states 
are not materially different, and surely not enough so 
to justify differences on rates ranging up to 100 per 
cent, and any further widening of the difference in these 
live stock rates will make the situation unbearable.” 

Mr. Kelley was cross-examined at the evening ses- 
sion. Mr. Wright asked several questions as to traffic 
density, particularly as between South Dakota and the 
Southwest, but the witness was unable to give the data 
called for. Mr. Cowan also questioned the witness along 
this line, defending the position of the Southwest as a 
cattle country. 

R. D. Sangster on Stand. 

R. D. Sangster, transportation commissioner, Com- 
mercial Club of Kansas City, took the stand to oppose 
the advances. He offered a number of comparisons to 
show rates higher than the Commission scale in the 
Oklahoma City case. 

Mr. Sangster resumed the stand at the opening of 
the session Wednesday, continuing his explanation of his 
volume of 38 exhibits covering live stock rates into the 
Kansas City market. 

“The exhibits I have prepared,’ said Mr. Sangster, 
‘show that the rates on live stock to Kansas City from 
the Southwest now exceed the rates prescribed by the 
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Commission in 1911 in the Oklahoma case from Texas, 
Oklahoma and New Mexico to Fort Worth, Oklahoma 
City and Wichita. In that and other western cases the 
Commission made the same rates on cattle and on sheep 
in double-decked cars, whereas the rates to Kansas City 
on sheep from Texas and New Mexico now exceed the 
cattle rates from southern Texas by 4.3 cents per cwt., 
and from New Mexico by 2.6 cents on an average. 


“This disparity would continue under the proposed 
rates. Another discrepancy in the existing adjustment 
to Kansas City is that the rates on hogs yield a higher 
charge per car than on cattle by from. $2 to $8, although 
the minimum weight per car is 5,000 pounds less, where- 
as to Fort Worth, Oklahoma City and Wichita the 
charge is less by from $2.50 to $8 on hogs than on 
cattle. 


“We contend that the Commission’s scale in the 
Oklahoma case should in no case be exceeded to Kan- 
sas City from the Southwest, and that if the principle 
of it were employed in making rates to St. Louis the 
rates to Kansas City would be relatively lower in com- 
parison with rates to St. Louis than now obtains. The 
existing average difference Kansas City under St. Louis 
would thus be increased on cattle from Oklahoma from 


.8 cents to 10% cents, central and north Texas from 6 


cents to 8.3 cents, southern and southwestern Texas 
from nothing to 6 cents and Panhandle of Texas from 
6% cents to 10.5 cents. From New Mexico the scale 
would preserve the existing differences.” 


The effect of the present rates on live stock into 
and products out of Kansas ‘City, St. Louis, Wichita, 
Oklahoma City and Fort Worth destined to eastern con- 
suming territory was the subject of several extended 
compilations and charts. 

“The freight charge per car of cattle into Kansas 
City from Kansas, Oklahoma, Texas and New Mexico 
plus the charge for the product out to eastern consum- 
ing territory exceeds under the present rates the charge 
into and out of the other markets as a whole by $4 as 
an average. This is due to the maladjustment of live 
stock rates into Kansas City, coupled with the fact that 
the rate out on products is less from St. Louis by 13% 
cents per cwt. 

“Kansas City is in active competition with St. Louis 
in supplying live animals to eastern slaughterers. The 
balance of the through rates St. Louis over Kansas 
City on live stock from the West and Southwest ranges 
from nothing to 11.4 cents on cattle, 12.4 cents on hogs 
and 13.3 cents on sheep, whereas the local rates Kansas 
City to St. Louis are on cattle 17 cents, hogs 18% 
cents and sheep 20 cents. The difference between the 
balance of through rates and local rates represents a 
disability against Kansas City. Rates on live stock 
from Kansas City to Mississippi River destined to east- 
ern markets have been increased since March, 1910, on 
cattle 314% cents, hogs 5 cents and on sheep 7 cents per 
cwt. It is proposed to now make a further increase of 
2% cents on all kinds of stocks. 


“The present rates are higher per mile than the 
rates into Kansas City from Nebraska, whereas the 
density of tonnage in Missouri is more than double 
that in Nebraska, measured by operating results of the 
-Burlington. 


“The rates are also higher per mile than from 
Nebraska points to Denver, Colo., where the tonnage 
density is still more favorable to the inter-river terri- 
tory. 
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“From Missouri points to Kansas City the existing 
rates are higher per mile than rates from Kansas and 
Nebraska points to Kansas City and St. Joseph.” 


W. H. Moore of Kansas City. 


W. H. Moore, representing the Live Stock Exchange 
of Kansas City, was the second witness of the day. He, 
too, protested against an adjustment which gave St. 
Louis the same rates as Kansas City. Objection to this 
line of testimony was raised by Mr. Burg as not being 
applicable to this case. While expressing great doubt 
as to the relevancy of the evidence, Examiner Watkins 
permitted it to go on. Mr. Moore made a point that, 
while rates on cattle were the same in certain in- 
stances to both Kansas City and St. Louis, the latter 
city could ship fresh meats and packing-house products 


to the East at a rate 13% cents less. Because of this,’ 


live stock commanded a higher price in the St. Louis 
market. In the same manner, on southwestern live 
stock moving to the East on the hoof, St. Louis has an 
advantage over Kansas City. 


W. H. Weeks, assistant general manager of the 
Kansas City Stock Yards, reiterated the Kansas City 
protest against the proposed advances as further in- 
creasing the discrimination against that city. 


O. L. Owen, a member of the corporation commission 
of New Mexico, expressed the opinion that the present 
rates were high and the advances would be unreason- 
able. He was unable to find any special improvement in 
dive stock train service in recent years. 


T. W. Tomlinson, secretary of the American Na- 
tional Live Stock Association, was recalled. He sub- 
mitted results of an analysis of a number of wheel 
reports. It was his opinion that trains carrying live 
stock had as many cars and as great a net tonnage 
as other trains. He did not think there was any ap- 
preciable difference in the speeds, tonnage and the num- 
ber of cars between live stock and dead freight trains. 


From a portion of the exhibits Mr. Dickinson of the 
Rock Island drew off figures to show the speed of the 
live stock trains considerably higher and the loading 
materially lighter than that on dead freight trains. Mr. 
Tomlinson was inclined to question whether the figures 
used were representative. 


“IT see opportunities to draw opposite conclusions 
from the exhibits,’ said Examiner Watkins, “and you 
gentlemen can take advantage of the opportunities in 
your briefs.” 


Mr. Dickinson also informed the witness that he 
believed where trains were double-headed, the crew of 
the deadhead received full wages, and the double-heading 
was therefore not a device to save labor costs, as the 
witness had intimated. 

Walter Condran of the rate department of the Iowa 
commission took the stand at the afternoon session to 
present a number of rate comparisons between eastern 
and western charges, showing- the level of the western 
higher than the eastern. 

George S. Seymour, auditor of miscellaneous ac- 
counts, Pullman Co., then was sworn. Mr. Seymour had 
been employed in a statistical capacity by the Interstate 
Commerce Commission during the hearing of the injunc- 
tion proceedings arising out of the decision in the 
Cattle Raisers’ Association of Texas case. His testi- 
mony was directed to that work. On cross-examination, 
Mr. Burg pointed out that exceptions had been filed to 
the master’s report and findings in the railroads. 
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Mr. Cowan took the stand to testify as to how 
valuations were made by R. A. Thompson when in 
charge of the engineering division of the Texas Railroad 
Commission, and filed copies of the Texas commission 
reports with the valuation figures. There was no cross- 
examination. 


Figures to show that the cost of handling live stock 
is less than the average cost for all traffic were then 
introduced by C. W. Hillman, expert costs accountant. 
Mr. Hillman’s exhibits were based on a study of the 
operating expenses of the Chicago & Northwestern 
Railway Co. for November, 1914, and showed that the 
operating ratio on live stock was 69.01 per cent, while 
on all traffic the ratio was 74.65 per cent. On live 
stock shipped to Chicago from the territory between 
Omaha and the Mississippi River the operating ratio 
was 63.7 per cent. 


“An investigation of the average loading of live 
stock and dead freight trains on the western and east- 
ern Iowa divisions,” said “Mr. Hillman, “showed the fol- 
lowing: On the western division the live stock trains 
had a gross loaded tonnage of 1,249 tons, while the 
dead freight showed 1,414. There was only one exclusive 
live stock train on the eastern division, and that had 
a gross tonnage of 1,590 tons. The average for mixed 
trains was 1,732 tons, while for dead trains it was 1,878 
tons. These figures include empty tonnages ranging 
from 217 to 321 tons. 


“For the divisions covered the operating expenses 
chargeable to live stock were $57,563.15, while the rev- 
enues received were $84,412.90.” 


At the outset of Mr. Hillman’s direct examination 
objection was entered by Mr. Tomlinson to the figures 
offered as not reflecting the real facts as to live stock 
transportation. 


“Objection overruled,’ announced Examiner Watkins. 
“That objection goes to the weight of evidence.” 

“When was this exhibit prepared?” asked: Mr. Wright 
on cross-examination. 

“Within the last few days?” 

“Didn’t you have another exhibit prepared?” 

“Toe, sir;* 

“And you discarded it?” 

“Yes, sir.” 

“Have you changed the formula?” 

“No, sir; the formula is the same.” 

“Why did you disregard your first exhibit?” 

“I wanted to get a more representative point of 
origin.” 

At Mr. Wright’s request, witness figured costs from 
Missouri Valley to Chicago. Mr. Hillman gave the car- 
mile cost of 7.5 cents. Mr. Wright then contrasted that 
with Mr. Pettijohn’s cost of 10.1 cents on packing-house 
products and fresh meats. Mr. Hillman could furnish 
no light on the situation. 

“Do you object to Mr. Wright’s checking your work- 
ing figures?” asked Mr. Dougherty at the conclusion of 
an extended examination on the various bases and fac- 
tors used in the exhibits. 

“Not in the slightest.” 

Mr. Thorne stated that Mr. Wright’s assumption 
that the Pettijohn figures showed a 10.1-cent cost on 
fresh meats and packing-house products was erroneous. 
Mr. Pettijohn, said Mr. Thorne, had made certain com- 
putations at the request of Dr. Lorenz, but such figures 
resulted in duplications because they included car re- 
pairs, depreciation and renewals, whereas in the trans- 
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portation of meat products such costs were taken care 
of under car rentals. 
Recess was taken until 7:30 p..m. 


Live Stock Testimony Closed. 


Mr. Condran again took the stand at the opening 
of the evening session. He submitted a number of ex- 
hibits to show that the rates on live stock from Iowa 
points to Chicago were substantially greater than the 
average of the different lines, both on live stock and 
on all traffic. He also offered figures showing Iowa- 
Chicago rates higher than Wisconsin-Chicago rates for 
similar distances, although the Iowa. density of live 
stock traffic is much greater. The proposed Missouri- 
St. Louis rates were also shown to be lower on cattle 
and sheep, but not on hogs, than the Iowa-Chicago rates. 

This closed the testimony on live stock for the 
protestants. 

W. M. Hopkins, formerly manager of the transpor- 
tation department of the Chicago Board of Trade, was 
recalled at the opening of the session Thursday morning. 
Mr. Hopkins offered a number of comparisons on rates 
versus the values to the commodities to show to what 
extent value is a factor in rate making. It was the 
witness’ opinion that carload ratings of the higher classes 
would show the influence of value on rates. 

Mr. Hopkins testified that 37 per cent of all com- 
modities having C. L. ratings are in the first four classes. 
For example, the carriers will take 1,000 pounds of 
fusees, worth $5,000, and haul them 350 miles for $130. 
On a carload of wheat, 70,000 pounds, worth $1,000, 
they ask $97.30, and on corn, valued at $750, they ask 
$87.50. Thus fusees earn 34 per cent more, although 
the value is five times as great as the wheat. Row- 
boats earn 50 per cent more, while the value is over 
300 per cent of the wheat. There is, in the opinion of 
the witness, no substantial relation between values and 
earnings. 

Lack of relation between earnings and values on 
L. C. L. shipments was also pointed out. Value was 
given small thought in fixing transportation charges, he 
said, and the liability for damage is a more important 
factor. 

In answer to a question from Dr. Lorenz, the witness 
said he thought the relation of per car earnings to per 
car values more important than the relation of per ton 
earnings to per ton values. 

Mr, Norton wanted to know whether any claim had 
been made by the carriers that value should fix rates. 
The witness did not know, but said value was only one 
of many factors to be considered. 

O. B. McRae, assistant traffic manager Pillsbury 
Flour Co., Minneapolis, was the next witness. He de- 
clared that if an advance were made to Minneapolis, 
and no advance to Duluth, it would be difficult to get 
a proper wheat supply for Minneapolis. 

W. B. Devereaux, president of the W. B. Devereaux 
Co., then took the stand. He said that Minneapolis did 
not draw her reasonable proportion in the increased 
productions of northwestern wheat because of rate adjust- 
ments against that point. The advance would further 
militate against the Minneapolis wheat market. 

C. E. Warner, assistant general freight agent of the 
Missouri Pacific Railway, took the stand at the after- 
noon session to introduce rebuttal testimony in support 
of proposed advances on soft coal rates from the South- 
west. In reply to criticism from protestants’ witnesses 
that he had used small cities in his comparison between 
eastern and western territories, he introduced compari- 
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sons to show that the larger cities showed the same 
situation. He also objected to the use of Pittsburgh- 
Sioux City rates, claiming that there was no movement. 
He also disputed shippers’ contentions that there was 
little seasonal variation in slack rates. He further 
stated that the witnesses for the protestants had used 
proportional instead of local rates. Mr. Manker cross- 
examined, defending comparisons he had made as show- 
ing rates too high. 


Figures from F. H. Millard. 

Following the cross-examination of Mr. Warner, F. 
H. Millard, formerly connected with the Wisconsin Rail- 
road Commission, and especially employed by the Inter- 
state Commerce Commission in this case, took the stand 
to offer a cost computation which made the value of the 
commodity one of the controlling factors in determining 
the rate. Mr. Millard’s exhibit, offered on behalf of 
the Commission, reads as follows: 

“Suggestions towards a method of establishing rates 
upon the assumption— 

“1. That there are available certain data for cost 
analysis. 

“2. That a value basis of commodities transported 
affords a norm of distributing the reasonable return 
above cost, with express disclaimer that the figures 
here derived are necessarily determinative upon the testi- 
mony introduced in this case as to the rates involved. 
Illustrated in the cases of the Chicago & Northwestern 
and the Rock Island lines. The totality of factors such 
as special expenses of particular commodities and com- 
mercial conditions that must of necessity in certain 
instances be considered is not covered herein. 

“1. Basic Data: At the outset it is stated that the 
first assumption was the availability of certain data. 
The basic figures herein, comprised principally of oper- 
ating expenses and traffic statistics, were taken, except 
as hereafter indicated, from the record of this case or 
from detailed analyses of exhibits submitted by the 
carriers on request. Certain items used in a secondary 
way (operating revenues other than freight, track miles 
and empty car miles) were taken from the Preliminary 
Abstract of Statistics of Common Carriers for the year 
ending June 30, 1914. Hire of Equipment was taken 
from the annual reports of carriers to the Commission. 
Certain other items, such as switching costs and extra 
cost of handling L. C. L. business, were taken from 
carriers’ special reports to the Commission of certain 
operating features of the month of May, 1912, construed 
in connection with various expert studies on the same 
subjects. 

“Traffic statistics by individual commodities, showing 
cars, tons, tons per car, average miles hauled, net ton 
miles, computed gross ton miles, loss and damage, total 
revenue and revenue per ton mile, net and gross, were 
furnished by certain carriers. All figures were assumed 
as correct, except as to computed gross ton miles, 
where we have computed car miles by commodities, and 
have used average weights of types of cars used in 
transporting these commodities. Car weights were taken 
from special reports of carriers to the Railroad Commis- 
sion of Wisconsin, giving detailed weights of 1,200,000 
cars, 

“2. Freight-Passenger Separation: The divisions of 
operating expenses furnished by the carriers (details 
for Basis I, Wettling’s Exhibit 30-a) were assumed, with 
the reservation that the method of apportionment is not 
necessarily final. The question of scientific apportion- 
ment is now being considered apart from the instant 
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case, and need not be discussed here. The separation 
by primary accounts was given only for Basis I referred 
to above. Account 99, Loss and Damage—Freight, was 
excluded by us from computations of unit costs, and the 
actual amount paid was included in computing the the- 
oretical rate for a particular commodity. Two per cent 
of total freight operating expenses was credited to freight 
service, and the same amount charged to passenger 
service, to care for the net amount of traffic carried by 
freight trains for the passenger service over the amount 
of traffic carried by passenger trains for freight service. 
Thé amount used (two per cent. of freight operating 
expenses) is tentative. This correction is substantially 
the correction used by the St. Louis & San Francisco 
in the Arkansas Rate Cases (United States District 
Court for the Western Division of the Eastern District 
of Arkansas, No. 1638). 

“Taxes were divided between freight and passenger 
service on the percentages of operating expenses adjusted 
as indicatd above. 

“Hire of Equipment is reported to the Commission 
separately for freight and passenger service; actual 
amounts were used. 

“Joint Facilities and Miscellaneous Rents were di- 
vided between freight and passenger service on the 
adjusted percentages of operating expenses. 


“3. Apportionment Between Movement and Terminal! 
Service: The expenses of the movement service are the 
expenses of moving freight between stations or terminal 
districts, and include the expense of transfer and re- 
classification en route. The expenses of terminal service 
are the expenses incurred at the originating and ter- 
minating stations in getting a shipment from the receiv- 
ing point to the road train, and from the road train to 
the delivery point. For temporary convenience in han- 
dling the division of expenses between movement and 
terminal services, we have included in terminal service 
all operations at terminals, part of which are transfer 
and reclassification expenses. Before unit costs were 
computed proper deductions from the terminal expenses 
were made for transfer and reclassification, as shown 
below. 


“Maintenance of Way and Structures expenses were 
divided on the track-mile basis. In this basis yard 
tracks and sidings were assumed to cause one-half as 
much expense per track mile as main line tracks. Such 
items as Docks and Wharves (Account 17) were di- 
rectly assigned to terminal service before the track-mile 
basis was applied. Track miles were taken from the 
Preliminary Abstract. 


“Transportation accounts 67 to 78, inclusive, were 
all, provisionally, assigned to terminal service. Accounts 
62, 80 to 85, inclusive, 88, 89, 90, 92, 94, 102 and 104-105 
were assigned to movement service. Other Transporta- 
tion expenses were divided overhead to the assigned 
expenses. , 


“Maintenance of Equipment expenses were grouped 
and divided on the same percentages as the Transporta- 
tion expenses. 

“Traffic and General Expenses were divided over- 
head to Maintenance of Way Structures, Maintenance of 
Equipment and Transportation expenses. 

“The accuracy of this method has been tested by 
comparing its results with the results of a detailed sepa- 
ration by primary accounts, when it was found that the 
results by the two methods correspond within a frac- 
tion of one per cent. 

“The credit to freight service for the passenger part 
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of freight operating expenses was divided between move 
ment and terminal expenses on the percentage of oper 
ating expenses in each service. 

“From special reports of carriers to the Commission 
for May, 1912, the operating expenses of accounts 67 
to 78, inclusive, averaged $0.2963 per car for classification 
yards of all kinds. Considering the ratio of accounts 
67 to 78, inclusive, to accounts 80 to 89, inclusive, we 
found the total operating expenses attributable to classi- 
fication yards to be $0.87 per car. Expenses to the 
amount of $0.87 per loaded car were deducted from ter- 
minal expenses and added to movement expenses to 
eare for reclassification. It was assumed that a car was 
reclassified each 100 miles, and the deduction for reclassi- 
fication was made for each 100 miles over the first 100 
miles in the average car haul for the system. The 
credit to terminal expenses for reclassification and 
transfer expenses was made for the business as a 
whole. 

“Further deduction from the amount of terminal ex- 
penses was made for the extra handling costs (loading, 
transfer and unloading) of the merchandise business. 
Information collected from various sources points to the 
conclusion that $1 per ton is a fair average extra cost 
of handling L. C. L. freight. (Railway Age Gazette, 
Sept. 4, 1914; special reports to the Commission for 
May, 1912; Jas. Peabody before the Committee on Rail- 
way Mail Pay; Study of C., B. & Q. freight houses at 
Lincoln, Neb., by U. G. Powell.) 


“Taxes, Hire of Equipment, Joint Facilities and Mis- 
cellaneous Rents were divided on the percentages of 
operating expenses, after modification for transfer and 
L. Cc. L. business, into movement, terminal, and extra 
L. C. L. branches. These figures were used in deter- 
mining average unit costs. 


“Terminal cost varies to some extent with the gross 
weight of the car. The Transportation group of ter- 
minal operating expenses was analyzed to determine to 
what extent this variation occurred. It was found that 
the expenses, which varied with the loading of the car, 
were about one-third of the total. One-third of terminal 
cost was divided by the number of gross tons handled, 
and two-thirds were divided by the number of cars 
handled. 


“Total movement cOst was divided by the total gross 
ton mileage, including empty. Total empty car mileage 
was divided between types of equipment, using figures 
in Haile’s Exhibit 2. A tare weight for each type of 
equipment was multiplied by the computed car mileag? 
for this type of equipment, and the total considered as 
gross ton mileage of empty cars. A similar method was 
used to obtain the tare portion of gross ton miles of 
loaded revenue cars. Net ton miles were assumed as 
given in the traffic statistics. 


“4, Computation of Cost: In computing movement 
cost for any particular commodity, the gross ton-mile 
cost was multiplied by the sum of the tare ton mileage 
of loaded cars, the net ton mileage of revenue freight 
and the ton mileage of empty cars assignable to the 
commodity in question. Empty ton mileage was as- 
signed to commodities according to the type of equip- 
ment used in the transportation of that commodity. No 
empty mileage was assigned to company freight. 


“The total terminal cost per car was found by add- 
ing to the constant cost per ear, the cost per gross ton 
multiplied by the gross weight of the car. 

“A modification of gross ton-mile unit cost for the 
larger train resistance per ton of light cars was con- 
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sumed to be the Book Cost of Road and Equipment, 
this for lack of accurate information and pending au- 
thoritative determination. The Book Cost per mile of 
the Chicago & Northwestern is less than the Present 
Value per mile of the Chicago & Northwestern lines in 
Wisconsin as found by the Railroad Commission of Wis- 
consin. (Book Cost per mile, $44,483; cost of Repro- 
duction New as of June 30, 1913, per mile in Wiscon- 
sin, $57,222; Present Value as of June 30, 1913, per mile 
in Wisconsin, $46,566.) 

“The valuation of the Rock Island Lines was taken 
at the round figure of $40,000 per mile operated pending 
authoritative determination. The Book Cost of Road 
and Equipment, as given in Powell’s Exhibits, page 22, 
is $33,489 per mile. Combining the Chicago, Rock Island 
& Pacific with the Chicago, Rock Island & Gulf, as 
given in the Preliminary Abstract, we get a Book Cost 
of $43,586 per mile owned. 

“The method could be applied to any other valua- 
tion. 

“A return of One per cent upon the value was first 
computed. This amount was modified to care for earn- 
ings such as demurrage, net switching revenue and a 
portion of Rents of Buildings and Miscellaneous Rents 
(assigned to freight on the percentage of operating ex- 
penses). One per cent return was divided between 
movement service and terminal service on the percent- 
ages of operating expenses. The movement portion was 
distributed over the number of net ton miles, and the 
terminal portion was distributed over the number of net 
tons. 

“6. Value of Commodities as a Norm of Distribut- 
ing the Return Above Cost: Assuming that some rule 
must be laid down, it would seem best that it should 
be uniform, public and definitely stated. Without fore- 
closing modifications for special circumstances, it is 
arbitrarily assumed that the value of commodities at the 
point of origin affords a norm for distributing reason- 
able return above cost. The rule tentatively adopted is 
as follows: 

“A given commodity is expected to pay above cost 
a return of 4 per cent, plus an additional per cent for 
each ten dollars of value per ton. It was assumed that 
in no case should the return exceed 25 per cent. When 
it is said, for example, that a commodity yields 10 per 
cent return, it must be understood that this 10 per cent 
return on the dollar of investment is the outcome of the 
totality of transportation transactions affecting the given 
commodity during the year, and not the outcome of 
every single transportation of the given commodity. This 
rule may be stated in tabular form. 


Per Cent Return 


Value of the Commodity 
Upon the Investment. 


in Dollars Per Ton. 
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“Value per ton was taken from the testimony as far 
as possible. Various Departmental reports of the Gor- 
ernment were also used.’ 

The figures applied to commodities as given by Mr. 
Millard would entail substantial advances in the rates on 
several commodities involved in the case. As figured by 
the railroad interests, Mr. Millard’s ton-mile earnings on 
average hauls compared with railroad figures as follows: 


Rock Island. Cc. & N.W. 


Commodity. Millard. Railroad. Millard. Railroad. 
UN ee. dc aig $0.0676 $0.0650 $0.0607 $0.0746 
Grain proagucts .......... .0827 .0561 .0725 .0448 
Ns a eee atibas 65:0 .1044 .0937 .0939 .0978 
Fruits and vegetables .. .0940 .0759 .0931 .0809 
ANS I oi oxe-:m Gos .d piace: +2 .1921 .1388 .1516 -1313 
Packing-house products... .1714 .0966 .1594 .0975 
Bituminous coal ........ 0708 .0592 .0610 .0524 
CA oa ena ase wc Cae tie ee .0695 .0504 .0712 .0578 


Mr. Millard stated that the cost as used in his figures 
covered operating expenses, taxes, hire of equipment, joint 
facilities and miscellaneous rents, but exclusive of return 
on investment, which is taken care of in the sliding scale 
of valuation figures. 

Millard Cross-Examined. 

Witness was examined closely by Messrs. Wright, 
Thorne, Helm and Walker. The application of his theory 
to the carload business of the Northwestern, witness said, 
would give a return of 6% per cent on the book value of 
the C. & N. W. and 7 on the Rock Island. 

“Who is collaborating with you in the preparation of 
this data?” asked Mr. Walter. 

“Dr. Lorenz,” answered the witness. 

“Who else?” 

“No one directly.” 

“Who indirectly?” 

“Commissioner Daniels and representatives of the 
carriers furnished the information; the Interstate Com- 
merce Commission, through its division of accounts in 
this city, is lending clerical help.” 

“Before you pass that,” remarked the Commissioner, 
“I wish you would examine more’ specifically as to my 
contribution, because it is so attenuated. I had as much 
as I could do to understand the process.” 

“Did the carriers,” asked Mr. Walter, “co-operate with 
you in the preparation of your data?” 

“No, sir,” answered Mr. Millard. 

After much fencing, witness, in answer to Mr. Thorne, 
finally gave it as his personal opinion that his computa- 
tions would show that Northwestern earnings on grain and 
grain products and hay were adequate, while fruit’ and 
vegetables, live stock and packing-house products should 
be advanced. The variation between present and proposed 
revenues on coal and coke under his computations were 
too slight on a single year’s business, in his opinion, to 
justify an advance. 

Taking advances and reductions, Mr. Thorne found 
that the net advance that would be given the Northwest- 
ern would be $657,000. He inquired whether Mr, Millard 
considered that warranted an advance. 

“On the basis of a single year’s computation and on 
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my own opinion, which is worthless, I would not,” an- 
swered the witness. 

Witness also admitted that several months ago he 
made computations grading up on a $13.50 increase in 
value, instead of $10. He could not state what the re- 
sults would be on individual commodities, but admitted 
that the results showed a yield around 6 per cent on 
existing rates. 

The following comparisons of present revenues on the 
Rock Island as against those under the Millard com- 
putations were read into the record: 


Present. Millard. 
eeeress < se  c oR, 0 eae $5,822,559.26 $6,070,000.00 
ET Sn d:annn'n'0 d's wale wo bene eae 2,130,212.04 3,148,000.00 
Sr Ul wee wiht bb's gamble as bites b eheeesee e's 360,432.07 406,000.00 
Fruits and vegetables ...........66. 2,381,153.89 3,574,000.00 
EN a eee 3,081,109.19 4,288,000.00 
Packing-house products ............. 1,446,015.16 2,566,000.00 
Ns REN ils detec + 6 TONGS <a bicle let bese wal 3,363,593.67 4,014,000.00 
NE ig, tik glen ors Ack pun 6 a Oc 92,758.17 129,000.00 


Millard Exhibit 2 showed the following for the North- 
western for 1914: 


Percentage 

relation of 

revenue per 

ton for aver- 

age haul to 
Average value of 
Value agehaul commodity 


Commodity. per ton. in miles per ton. 
Packing-house products ............ $212.00 307 2.25 
Se a a She a wap ah hieveee stirs 146.00 242 2.50 
ESS RE AP PTD OOP 38.10 264 4.95 
Prune BG VOMGCEIEOD oct sc ccc cece 28.60 246 7.83 
Grain and grain products .......... 27.15 225 5.15 
digs havens bh ema hee ou me bess «Oe 25.00 216 5.45 
SE” cau iicel cWek bpde het vent dbeasents 17.00 202 11.00 
I i ae atid Cs wake 3 buavedie © ore Foi 4.40 143 22.7 
I CE eg gins e-cdeenénnedei 3.20 161 25.0 


Mr. Thorne asked why the Rock Island figures called 
for so much larger advance than the Northwestern. 
Wensity and difference of territory served were offered as 
among the causes producing the result. 

Adjournment was taken at 10 p. m. 


Time Extended to May 11. 


The hearing Friday morning, May 7, was largely 
given over to the protest of the packing-house industry 
against advances in rates on import fertilizer. materials 
coming through the Gulf ports. It was the contention 
of the protestants that an advance via Gulf ports would 
be discriminatory in favor of traffic moving through the 
North Atlantic ports. W. W. Manker, assistant traffic 
manager of Armour & Co., and R. O’Hara, rate expert 
for Swift & Co., testified. 

At the request of Mr. Rynder, Mr. O’Hara stated 
that the Illinois Central received an average of 37 cars 
of fresh meat and packing-house products on one train 
a week out of Omaha for. delivery to the Mississippi 
River and points east. This was to show that the cars 
were given by the packers in large lots, so as to permit 
economical handling of the traffic. 

It was agreed that rebuttal on import rates would 
be heard on May 11. 

D. L. Kelley, rate expert of the South Dakota com- 
mission, was recalled to the stand to give the results of 
a study of advances permitted in Western Trunk Line 
territory by the Interstate Commerce Commission in 
reported decisions since 1910. This showed 19 cases 
granting advances in grain and grain products; hay, flax 
tow, etc., 5; coal and coke, 6; live stock, 4; iron and 
steel, 5; lumber and forest products, 16; general classes 
and commodities, 14; classes, 7; fruits and vegetables, 7: 
miscellaneous, 101 cases. 

Robert Kirkland, traffic expert, was the next wit- 
ness. He said he had made a limited study of the ad- 
vances made during the past five years in Western 
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Trunk Line, Trans-Missourij and Southwestern Tariff 
Committee territories and found that 21 roads, in about 
25 per cent of their tariff issues, had made 10,250 ad- 
vances, affecting 378 commodities. These figures did not 
take into consideration points grouped with basing points, 
such as 1,636 points taking Chicago rates to the Twin 
Cities and 1,731 points taking the Kansas City rates io 
Texas. Had these been computed the advances would 
have run into millions. 


CONFERENCE RULING 





Waiver of Undercharges. 

In cases where the tariff rates have erroneously been 
fixed at too high a figure, or have been grossly and pal- 
pably unreasonable, and the full tariff charges have not 
been collected, it has been the practice of the Commis- 
sion, on the informal docket, to authorize the carriers 
concerned to waive the collection of undercharges. Its 
action in that respect has been inspired by a desire to 
assist the easy settlement of minor cases, having been 
limited only by the requirements of the two Conference 
Rulings, which read as follows: 


258. Waiver of Undercharges.—With respect to shipments 
that move on and after March 1, 1910, it will be the policy of the 
Commission not to authorize the waiver of any uncollected 
undercharge that is not brought to the attention of the Com- 
mission within thirty days after the date of the delivery of the 
shipment. 

432. Waiver of Undercharges.—Upon further consideration 
the time limit within which uncollected undercharges may be 
brought to the attention of the Commission for authorization of 
waiver is extended from thirty to ninety days. (Modifying 
Ruling 258.) 


It appears, however, that the concession thus granted 
has been much abused and overworked, both by carriers 
and shippers. Despite the plain requirement of the law 
that the carriers shall collect and the shippers shall 
pay the full amount of the charges, as specified by the 
tariffs lawfully on file, the latter frequently refuse to 
pay those charges when they believe them to be unrea- 
sonable, and the carriers acquiesce in that course of 
action, hoping that the Commission will later authorize 
them to waive collection. Numerous instances have also 
come to our attention where, just prior to proposed re- 
ductions in rates, shipments have been solicited and made 
upon the understanding that the full tariff charges will 
not be collected, and that the carrier will apply to the 
Commission for authority to waive collection of the re- 
sulting undercharges. Such practices are unlawful and 
work serious discriminations. It has therefore become 
necessary for the Commission to abandon its present pro- 
cedure, and on and after Aug. 1, 1915, no application on 
the informal docket for authority to waive collection of 
undercharges in connection with shipments delivered sub- 
sequent to July 31, 1915, will receive consideration. To 
give effect to that decision, the following Conference Rul- 
ing has been adopted: 


Waiver of Undercharges.—On and after Aug. 1, 1915, the 
Commission will not consider on the informal docket any appli- 
eation for authority to waive collection of undercharges in con 
nection with shipments delivered subsequent to July 31, 1915, 
and effective Aug. 1, 1915, Conference Rulings Nos. 258 and 432, 
are hereby rescinded. 


The effective date of the Commission’s order in 
Docket No. 6691, “Southern Pacific Co.’s ownership o: 
the schooner Pasadena,’ has been modified so as to 
become effective June 1, instead of May 1. 

An order has been issued in Docket 7602, Commer 
cial Exchange of Philadelphia vs. N. Y. C. & H. R. et al. 
allowing the New York Produce Exchange to become an 
intervener, 
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Who’s Who In Traffic 


By A. E. Heiss 


tipplers of the world keep working nights to supply 


Here, Mr. Reader, are some observations touching 
on and appertaining to a real traffic person who knows 
the game from the business end of a bucking ware- 
house truck to the utterances of the Supreme Court of 


the United States; who has 
sat on both sides of the 
traffic table; who has bossed 
the yard “goat” and ordered 
rates to be made on such 
and such a basis, and then 
has gone to the shipper’s 
side of the case to tell him 
about what he is entitled to 
receive for the money he 
pays out. Oh, no, not at 
the same. time! Nobody 
has ever accused H. G. Wil- 
son of ever trying to play 
on two sides at the same 
time. H. and G. stand for 
Herbert George, and _ not 
Henry George, Horace Gra- 
tiot or even Horace Greeley. 
It would not have been 
strange had his_ parents 
named him Horace Greeley, 
though, for at the time 
H. G. arrived, in December, 
1868, Horace Greeley was a 
hero in the eyes of Wilson’s 
parents and_= grandparents, 
for the elder Wilsons were 
connected with that unique 
system of transportation of 
ante bellum days known as 
the “underground.” Andrew 
Wilson was born at White’s 
Institute, near Wabash, Ind. 
Before the war White’s In- 
stitute was a terminal on 
the “underground.” After 
the war it continued as a 
place for the education of 
negroes. The Wilson fam- 
ily went to Lawrence, Kan., 
when Herbert George was 
only six months old. Law- 
rence had also been an 
“underground” terminal. 
There was a good deal of 
the “pussy-foot” about this 
transportation, but there is 
nothing of the pussy-foot 
about Wilson in his handling 
of transportation matters, 
wherefore it is believed the 
influence of the underground 
has had little effect. 

For eighteen years of 
our hero’s life nothing much 


them with the kind they call for when lined up in 
front of the mahogany with their feet on the brass rail. 
During those eighteen years he grabbed such education 











HERBERT 


happened other than the 


passing of those years. That might be qualified by re- 
marking that in 1875 the grasshoppers drove the Wil- 
sons out of Kansas to that town in Illinois which the 


G. WILSON. 











as the public schools in 
Kansas and Peoria provided 
for a youth who had to 
study and work concurrently. 
The stern necessity of help- 
ing the family to live was 
laid early upon him. It was 
during those years that the 
now president (in his sec- 
ond term) of the National 
Industrial Traffic League and 
commissioner of the Traffic 
Bureau of the Toledo Com- 
mercial Club became in- 
timately acquainted with 
terminal problems. It was 
during those years that he 
became familiar with the 
bucking warehouse truck, 
for he trundled freight, and 
incidentally made the ac- 
quaintance of the late Paul 
Rainor while the latter was 
learning the fundamentals 
of the English language, 
and was_ practicing that 
thrift that later enabled him 
to travel far. 

Wilson got experience 
in the local freight and gen- 
eral freight offices at Peoria 
and Cairo. For a time he 
bossed the “yard goat” at 
Cairo. Then he went to In- 
dianapolis. He settled claim, 
accounts of the old Chicago 
& Atlantic while serving 
under “Andy” Young, after 
it was taken over by the 
Erie. 

All these were steps, 
Wilson believes; in his move 
toward the vicinity of his 
early childhood, which he 
took when he went to Kan- 
sas City to serve the “Mem- 
phis Route” or “K. C. Line,” 
as it was indifferently called 
before it became a part of 
the Frisco System and the 
disturbing element in the 
southeastern rate structure. 
When B. F. Yoakum acquired 
that road Wilson was one 
of its assets, and was moved 


to Frisco headquarters, becoming the import and export 
expert of the gulf lines. 
the first chairman of the Gulf Foreign Freight Committee. 
A loving cup, which was presented by his colleagues when 


He helped organize and became 





1026 THE TRAFFIC WORLD 


he resigned that chairmanship, is one of his treasures. 

It was soon after the Frissco realized that it had 
not acquired all, or even a part, of what it desired at 
New Orleans in its joint track agreement that Congress 
put teeth in the Act to regulate commerce. Commercial 
organizations came to the conclusion that if they de- 
sired to benefit by that legislation it was incumbent 
upon them to lasso traffic men as their advisers. Kan- 
sas City was early in the field. “Jim” Lincoln quit the 
Gould system to serve the Merchants’ Exchange at St. 
Louis. He, it is believed, was the pioneer, Wilson fol- 
lowing on his heels. 

“Bert” Wilson came to an ‘understanding with the 
Kansas City Board of Trade. That organization con- 
solidated with the Transportation Bureau of the Com- 
mercial Club, and everybody knows how well Wilson 
served Kansas City interests until last September, when 
he went to Toledo, a city that has transportation lines 
of prime quality but transportation problems of equal 
quality waiting for Wilson. Wilson believes he did a 
fine thing for Kansas City when he traded the $4,000,000 
union station there for a municipal franchise guarantee- 
ing the absorption of switching at Kansas City for 200 
years. That agreement saves the shippers much money. 
True, there is great doubt about the value of such 
agreements. The court decisions thus far appear to 
hold them lightly, but the time is probably coming 
when they will have more weight than they seem to 
have just now. Their abrogation nowadays seems the 
rankest sort of injustice, even if the end is equality, 
instead of discrimination. Wilson was criticized for the 
part he took in the effort of the Kansas City Stock 
Yards to establish their railroad as a common Carrier, 
but he believed that to be for the interest of Kansas 
City, and he fought for the stock yards and against the 
railroads, even after he had gone to Toledo. 

“I have lost all respect for a million dollars,” Wil- 
son is credited with having said during the Advanced 
Rate case of 1910. He was irritated over figures sub- 
mitted by railroads, and that is the way he had of say- 
ing that statistics are a delusion and a snare instead of 
a help—when it is to the interest of somebody to make 
them so. 

In that fight he was one of a committee of three 
traffic men selected to make the case for the shippers 
in the western end of the case, the other two being 
E. J. McVann of Omaha and W. P. Trickett of Minne- 
apolis. John H. Atwood of Kansas City was their 
lawyer. Wilson, Trickett and McVann were also mem- 
bers of the committee of seven that had charge of both 
eastern and western cases, with Francis B. James as 
their attorney. Wilson is not a lawyer, nor has he any 
ambition to be one. His desire is to be a traffic coun- 
selor to advise shippers 


PRIVATE CAR INQUIRY 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 


More than an ordinary effort is being made by private 
car owners and their agents to find out when the Com- 
mission will make its report on the private car inquiry, 
the hearings and argument as to which were completed 
more than a year ago. The inquiry was begun by the 
Commission upon its own motion. 

Attorneys for the private car lines who have come 
to Washington to get information, if possible, assert that 
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an extremely serious situation exists. The railroads and 
the car line owners are holding back negotiations for 
the renewal of contracts. The owners of the private cars 
are holding back contracts they have had in contempla- 
tion with car manufacturers. They dare not make them 
so long as there is a question as to the terms upon which 
the private car lines may continue in business, if at all. 


About the ‘only exception to that rule are the pil 
people. They are ordering whatever tank cars they need 
in their business, which is few, indeed, because the oil 
industry is in a frightful slump. But they are ordering, 
which is the most important fact. They are ordering 
because they know that if the Commission makes a re- 
port that puts the private car out of business the 
railroads will have to buy their tank cars. Few railroads 
own tank cars, and if the report destroys the private 
car business, the oil men know the railroads will have 
to buy theirs—or allow the oil business to be absolutely 
stricken down. ; 

It is not seriously questioned that the owners of 
the car lines have proved that the mileage and other 
allowances made by the railroads are not more than 
enough to enable the owners to “break even,’ even when 
they amount to that much. The three-fourths of a cent 
paid on refrigerator cars east of the Mississippi, it is 
believed, has been shown to be less than the cost to the 
owners of those cars, who are also shippers. The cent 
paid west of the Mississippi about pays the cost. 

The cent and a half paid to tank car owners, as the 
record is believed to prove, is far from enough to pay the 
cost. 

There is a dairy dispatch line, owning 300 cars, which 
is in worse shape than any other. It terminated its con- 
tract with the Erie. Before entering into relations with 
another road, it submitted its proposed contract to the 
Commission. The contract provided for the payment of 
commissions to the dispatch line for soliciting business. 
Its organization had educated and encouraged poultry men 
to prepare shipments, thereby creating tonnage for the 
Erie, and it proposed to receive pay for that work from 
the road with which it wished to make contractual rela- 
tions. 

One of the men in the Commission having to do with 
various cases in which the payment of commissions was 
one of the facts frowned on that part of the contract. The 
railroad company refused to make it. Now the owner of 
those 300 cars is not making enough out of them to pay 
for repairs, much less to keep on extending the business 
for which the dispatch company was organized. 


If the railroad company had organized the dispatch 
line itself, there would be no question about the legality 
of payments to men who devoted their time to develop- 
ing tonnage. No one connected with the dispatch line 
is a shipper, but the frown occasioned by the word 
“commissions,” so far as now known, has rendered the 
investment in 300 refrigerator cars, not to mention the 
other costs of making the organization, a loss for the 
time being. 

Until there is a report on the subject this condition 
of uncertainty must continue, the private car owners 
believe. They think the Commission should hurry with 
its report. 


HEARING POSTPONED. 
Hearing in the Western Passenger Rate case, set 
for May 17 in Chicago, has been postponed to July 6. 
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The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of Transportation 
| Questions of Interest to Traffic Men Who Keep in Touch With the 
Times—Contributions Are Welcomed 


JUSTIFICATION OF STATE COMMISSIONS 


Editor The Traffic World: 

My ideas do not coincide with the views as presented 
in your editorial of April 24, entitled “State Commission 
and Interstate Rates.” The question as to whether it is 
the correct attitude for the state. commission to judge 
in intrastate, and prosecuting attorney in interstate mat- 
ters, is one that can be settled by a full understanding 
of both sides. 

As to whether they have the lawful right to appear 
before the Interstate Commerce Commission in the in- 
terest of the shippers and consignees can be quieted by 
an extract from the statutes of Louisiana, Act 195 of 
1906, section 1, which is as follows: 


That power and authority is hereby vested in the Railroad 
Commission of Louisiana and is hereby made its duty to appear, 
through any of its commissioners or its secretary, or by any 
duly authorized attorney, before the Interstate Commerce Com- 
mission at Washington, D. C., or any other place where the 
Interstate Commerce Commission may be holding a session, 
whenever, in the judgment of the said Railroad Commission of 


Louisiana the interest of the shippers and consignees of the. 


state of Louisiana may require it. 

‘Hence, the railroad commission of Louisiana is vested 
with a twofold duty—first, that of regulating the rail- 
roads and other corporations under its supervision when 
acts are committed within the boundaries of the par- 
ticular state, and, second, that of protecting the interest 
of the shippers and consignees when the acts come from 
without the boundaries of the state. In other words, 
when a breach of the rules and regulations as laid down 
by the commission is commmitted by a corporation which 
is under its control, the said commission sits as judge; 
but when the breach or encroachment comes from a 
source beyond their jurisdiction it devolves upon them 
to protect the interest of the shippers and consignees, 
and in so doing they necessarily protect that of the state 
also, by appearing before the Interstate Commerce Com- 
mission. 1 

This is not an assumption of power on the part of 
the state commissions, but, as shown above, is a further 
duty imposed upon them in the requirement that they 
shall represent ihe shipping interest of the state in 
cases before the Interstate Commerce Commission, when 
such detriments arise from jurisdictions that are not un- 
der the control of the state board. In this the state 
commission is not judge and prosecuting attorney at the 
same time. Such a condition would be a travesty on 
justice and would not be countenanced by any fair and 
right-thinking community, and could prove of no avail 
in the regulation of anything. 


The large shippers and shipping associations can 
secure competent traffic men to take care of their in- 
terest and represent them in any controversy before 
state or national commission. But the agricultural ship- 
pers, that is, farmers of the South and West, are com- 
posed of small and independent concerns not equipped 


to compete against as thoroughly an organized associa-_ 


tion as the railroads. The legislatures of the different 
states know that the farmers, whose shipments constitute 
a large portion of the total, according to statistics, never 


have been able to combine for their mutual benefit. 
Therefore, the power and authority thus imposed is an 
equitable, right and just duty, since the members of the 
state commission are better equipped, through familiarity, 
than anyone else other than a trained traffic man. If 
this be not the case, when a proposed increase in rates 
would, in the eyes of the farmer, work a detriment, who 
would there be to represent him? 
Vidalia, La., May 1, 1915. H. L. Winston. 


We have freely admitted that in some of the states the 
law permits state commissions to take the attitude we criticise 
in regard to interstate rates. Our point has been that it is 
not proper, even if legal. The point that the state commission 
must represent the farmers, for instance, before the Interstate 
Commerce Commission because there is no one else to repre: 
sent them, has been made before. Without particular reference 
to Louisiana we should say in general that there are many and 
powerful organizations of farmers and that there would prob- 
ably be more if their interests in respect to freight rates were 
not so efficiently and, as we think, improperly looked after by 
the state commissions—Editor The Traffic World. 


ASK INVESTIGATION UNDER LAW 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Virginian Railway, the Kanawha, Glen Jean & 
Eastern and the McKell Coal & Coke companies on May 6 
asked the Commission, in the event it should be of the 
opinion that there is anything illegal or even suspicious in 
the relations between them, to refer the whole subject to 
the department of justice for prosecution under the com- 
modities clause or the anti-rebate section of the law. The 
request was made by E. W. Knight, attorney for the Vir- 
ginian and the K. G. J. & E., at the end of his argument on 
the Commission’s inquiry into the matter of allowances 
to the K. G. J. & E. and White Oak railways by the Vir- 
ginian and the Chesapeake & Ohio. 

The Virginian pays a division of ten per cent on coal 
from mines on the Kanawha, Glen Jean & Eastern. The 
Chesapeake & Ohio pays some allowances on other ton- 
nage, but not on coal. It carries practically none of the 
of the coal mined on the K. G. J. & E. It refuses to make 
any division of the rate because the mines and the two 
small railroads are owned by William McKell, who is pres- 
ident of the coal company and also president of the short 
railroads. 

The arguments were made by W. S. Bronson for the 
Chesapeake & Ohio and Mr. Knight for the Virginian and 
the two short railroads. The Virginian is fighting the bat- 
tle of the coal roads. It likes the bargain it has made 
with the McKell roads, as they are called, because # 
brings the McKell tonnage to its rails. It not only brings 
the McKell tonnage, but that of other coal mines not owned 
or controlled by McKell. 

Upon that statement of the fundamental facts, it is 
easy to see that the whole range of decisions in the tap 
line, Industrial Railway and commodities clause cases was 
discussed. In a broad way Mr. Bronson upheld the propo- 
sition that the Commission was right in its tap-line deci- 
sion and that it would have made its decisions stand up if 
it had gone into the question of the intercorporate rela- 
tionship more fully and based its decisions upon the facts 
that could have been developed to show that the men who 
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incorporated the tap lines were not now and never had 
been acting in good faith, but merely trying to get pay for 
carrying their own commodities to the trunk lines. He 
said that Mr. McKell, whenever a question arose as to 
conflict of interest between the mining company and his 
railroad company, decided in favor of the mining company, 
thus showing that the railroad, the so-called common car- 
rier, is but an adjunct of the mines, the facility for get- 
ting the coal to the railroad. 

Mr. Bronson pointed out that the courts, in deciding 
the commodities clause cases and tap-line cases, fell into 
confusion, so'that there is no agreement between them. 

Mr. Knight frankly said thar, speaking for the Vir- 
ginian, its first and only interest is to get the tonnage 
originating on the two coal roads owned by the McKell in- 
terests. It is a new property, with a supply of cars rather 
in excess of its needs, and anything added to its tonnage 
is just that much of a step toward the time when the 
property will be operated at a maximum of efficiency. It 
is glad to divide the coal rates on the basis of ten per cent 
to the Kanawha, Glen Jean & Eastern and ninety per cent 
to the Virginian, 

“TI don’t say this in a spirit of defiance, but merely 
in a desire to be frank, that if this Commission is of the 
opinion that there is anything illegal or even suspicious in 
the arrangement, my clients hope you will refer it to the 
department of justice so that it can be taken to a tribunal 
charged with the enforcement of ‘the parts of the statute 
not committed to your care,” said Mr. Knight. 

Discussing the commodities clause, he said that that 
is a general statute designed to accomplish a specific end, 
and, as usual, the evil it does is greater than the good it 
accomplishes. He said his own state of West Virginia 
has just passed through an experience with such legisla- 
tion and that she has just come out of it by going back to 
the old laws relating to taxation, forfeitures and so forth. 

“If a man owning coal land may not himself organize 
a railroad and be compensated for his work, then the de- 
velopment of this country rests in the hands of the exist- 
ing trunk lines,” said Mr. Knight, who approvingly referred 
to the concurring but separate opinion of C. A. Prouty 
in the big tap-line decision. “It is no answer to say that 
a man who owns coal land twenty miles from a trunk line 
inay build a private railroad to haul the coal from his 
mines and be compensated by the trunk line in an allow- 
ance under section 15 of the Act. That shuts out the own- 
ers of the intervening land, who, if they cannot have the 
right to demand service from the railroad, may refuse it 
the right of way. It is no answer to say that the owner 
cf such land should get persons not connected with his 
mine property to build a railroad, because a capitalist hav- 
ing no interest in the railroad or in the land to be devel- 
oped, cannot be induced to take the risk of constructing 
a railroad, the value of which may be taken away through 
the failure of the mining operations or the construction 
of a connection between the mine and some other trunk 
line.” 


SAFETY APPLIANCE DECISION 





THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. C. 


The decision rendered May 4 at Richmond by the 
Fourth Circuit Court of Appeals in the Virginian Rail- 
way Case is of the utmost importance to railroads and 
their employes, in the opinion of the safety appliance 
decision of the Commission. 

The court unanimously affirms a decision of the Dis- 
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trict Court which makes it unlawful for a railroad to 
require brakemen to use the common. handbrake to con 
trol the speed of trains while out on the road. 

Although the Safety Appliance Act has been i 
force for many years, this is the first decision of an 
Appellate Court which construes the air-brake provision 
of the act to exclude the use of the handbrake in the 
ordinary running of a train. 

This decision, if sustained by the Supreme Court. 
will have a tendency to relieve brakemen from the dan 
gerous work of handling brakes on the top of cars and 
from the dangers arising in passing over the tops ol 
cars in trains in motion. r 

It must necessarily cut down the number of acci- 
dents and deaths arising from falling from cars and 
from being struck by overhead obstructions. 

The number of employes killed and injured from 
these two causes for the year ending June 30, 1914, 
was: killed, 586; injured, 16,053. 

The text of the court opinion indicates that the 
length of trains operated on grades must necessarily be 
cut down so that they may be safely operated by the 
air-brakes alone. 

In the case just decided the railroad contended that 
it could not safely operate trains of 100 loaded cars 
down grade without the use of handbrakes to supple- 
ment the air-brakes. 

The court, however, held in substance that except 
in some.case of extraordinary emergency the use of the 
handbrake to control the speed of trains is unlawful, 
and if trains of great length cannot be controlled by air- 
brakes, then the length of trains must be made such 
that the air-brake control alone will safely suffice. 

The court, in effect, held that the words of the act 
requiring the speed of trains to be controlled by the 
engineer through the train brake system, “without re- 
quiring brakemen to use the common handbrake for 
that purpose,” absolutely excluded the use of the hand- 
brakes in the ordinary running of trains. 

“The public is interested in this decision as a dec- 
laration that the requirement of brakemen to ride out 
on the trains on the top of cars, and to run over the 
tops of trains from car to car to operate handbrakes, 
especially at night or in storms, is an unlawful ex- 
posure of these men to danger,’ says the Commission 
in a memorandum for the press. 

“It would seem that it would have a revolutionary 
effect upon the common practice of railroads in exposing 
brakemen to the perils of manipulating the old hand- 
brake on moving trains. 

“It is a judicial recognition of the ‘Safety First’ 
doctrine of the highest and utmost importance. 

“Those who are familiar with the Safety Appliance 
Act say that this decision is in accord with the plain 
meaning of the literal words of the act and is con- 
sistent with the interpretation made by the Supreme 
Court of other features of this act.” 






SUSPENDED TARIFFS 


April 30, in I. and S. No. 630, the Commission sus- 
pended from May 1 until August 29 an item in Sup. 6 
to Chicago & North Western I. C. C. No. 7362. It with- 
draws a commodity rate of 68 cents per 100 pounds on 
wool in carloads from Belle Fourche and other points in 
South Dakota to Winona, Minn., when destined to Buffalo. 
Pittsburgh and other eastern termini. The proposed rate 
is 90 cents per 100 pounds. 
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Conducted by 


CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relat- 
Ing to the law of interstate transportation of freight. On ac- 
count of the Iimited space that can be allotted to this depart- 
ment and the demands made on the time of those conducting It, 
we cannot assure the publication of answers in less than six 
weeks from the time of receipt of the question. Readers desir- 
Ing special service by requiring immediate answer may secure 
privately written answers to thelr Inquiries by the payment of 
a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Bullding, Washington, D. C. 


Shipments Lost Not Ordinarily a Conversion. 
lowa.—Question: “Will you kindly advise us, through 


The Traffic World, whether a _ shipment of household’ 


goods which was completely lost by the carriers and 
no portion of it ever delivered would be considered a 
conversion and would the owner be entitled to recovery 
on the actual value of the shipment or on the released 
valuation of $10 per cwt.? Shipment was released to 
this amount in order to secure the first class rating.” 

Answer.—A lost shipment, that is, one which is miss- 
ing, strayed or destroyed, and not actually delivered to 
a wrong party, or delivery of which is not refused by 
the carrier while holding possession, is not a conversion 
thereof. See our answer to “Iowa” appearing on page 
905 of the April 24, 1915, issue of The Traffic World 
as to what constitutes a conversion. 

As a consequence, a shipment of household goods 
lost in the above sense, when moving under the released 
rate stipulation, would be subject to the condition that 
the carrier assumes liability only to the extent of the 


agreed valuation. 
= & = 


Party Responsible for Loss. 


Massachusetts.—Question: “Shipment of 100 pack- 
ages from Europe is unloaded from steamer in Boston, on 
railroad company’s docks. The steamship company ob- 
tains signature from the railroad for 100 packages, and 
owner gives shipping instructions to railroad. The rail- 
road loads portion of shipment into cars for inland trans- 
portation. In the meantime, the U. S. customs assesses 
duty, the amount of which eliminates. all possibility of 
profit. Payment of duty is refused and the government 
will not authorize release of shipment. The railroad, 
therefore, unloads packages onto docks, and during time 
they are stored there charges for storage. In order to 
liquidate duty stock is ordered sent back to Europe. 
When exporting only 98 packages can be found and the 
government collects duty on the 2 missing packages. 
The steamship company, the railroad company and the 
government disclaim any liability for the loss of the. 2 
packages. From whom do you think the owners are 
entitled to reimbursement?” 

Answer: The fact that the rail carrier charged stor- 
aze for the 100 packages after unloading them on the 
docks shows conclusively that the possession, custody 
and protection of the shipment were in that carrier, and 
t:erefore an action would not probably lie against the 
water carrier on that ground. But, since it was no fault 
co. that carrier that it could not continue the transporta- 
tion of the shipment, its relation immediately changed 
f:om that of a common carrier to that of an ordinary 
bailee for hire; that is, a mere warehouseman. As such 


THE TRAFFIC WORLD 


1029 


bailee, it is bound to take only ordinary care of the goods 
and, if it can show that the loss which occurred was not 
attributable to its fault or negligence, it may thereby 
exonerate itself. Losses by fire, explosion or theft come 
within that exemption. 

* * cg 
Limitation of Carrier’s Liability by Recent Legislation. 

Ohio.—Question: “In your April 19, 1913, issue of 
The Traffic World, in reference to the collection of over- 
charges and adjustment of refund claims on shipments 
affected by period of limitation, you advise that the In- 
terstate Commerce Commission in a recent report to 
Congress requested it to amend the act by making it 
compulsory for the carrier to collect its full charges 
within a reasonable period and, if not collected within 
that time, it shall be deemed guilty of giving rebate to 
such a shipper. We would like to have you advise if 
the act was ever amended or if the period of limitation 
as to overcharge claims is still two years from the time 
the cause of action accrues. We would also like to ascer- 
tain whether or not there is any bill contemplated which 
would change paragraph 3, section 3, of the conditions 
of the uniform bill of lading which provides for the filing 
of claims within four months after delivery of property 
or, in case of failure to make delivery, then within four 
months after a reasonable time for delivery has elapsed?” 

Answer: Congress did not act on the recommenda- 
tion of the Interstate Commeree Commission, as con- 
tained in its last report. A bill approved March 4, 1915, 
and to become effective June 1, 1915, commonly known 
as the Cummins Liability Bill, while forbidding any limi- 
tation of liability or limitation of the amount of recovery, 
only provides that it shall be unlawful for a common car- 
rier to require a shorter period for giving notice of claims 
than ninety days and for the filing of claims for a shorter 
period than four months, and for the institution of suits 
than two years, thus making no material change in the 
periods in which to give notice, or file claims, or institute 
suits. 

There is nothing in the Pomerene bill, relating to 
bills of lading, now before the Committee on Interstate 
and Foreign Commerce, or any other bill before Congress, 
that purports to change the requirements of section 3, 
paragraph 3, of the uniform bill of lading. 

* * * 


Duty of Consignee to Receive Injured Goods. 


Indiana.—Question: “In the month of August, year 
of 1914, ‘A’ shipped a car box apples, consigning same 
to ‘B.’ ‘B’ sells the car, making an outright sale at an 
f. o. b. price to ‘C,’ who is located at Cleveland, on a 
through route, and a through rate applicable from point 
of shipment to destination. On arrival at Cleveland in- 
spection showed a great many of the boxes were broken 
in the car, and ‘C,’ the consignee, refused to accept the 
car on account of its damaged condition. The railroad 
company asked for disposition and, as ‘B’ was unable 
to dispose of it in Cleveland,. it made it necessary to 
reconsign the car to New York, at which point it sold 
to the best advantage. But the result of the sale, on 
account of the car containing so many broken boxes and 
the balance of the load more or less shifted and the 
fruit damaged, brought less than the invoiced value, for 
which we have filed claim, using the invoiced value of 


‘the goods, that was issued at shipping point, as the basis, 


less the amount realized from the sale of the goods in 
New York, which gives the actual amount of loss sus- 
tained. The railroad company claims that the consignee 
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at Cleveland was not justified in refusing to accept the 
car, and it was his legal duty to accept the car in its 
damaged condition and make the best possible disposi- 
tion, and that our loss is due to the fact that he did not 
accept the car and not to the damage itself. The refusal 
of the car is entirely due to the damaged condition, and 
not to the quality of the goods. 

“Will you kindly favor us, through the column in 
The Traffic World, citing us to any opinions rendered, if 
the consignee is legally obligated to accept a shipment 
when in damaged condition and dispose of it to the best 
possible advantage and file claim?” 

Answer: Understanding that the shipment was con- 
signed “straight” to “C,” and that the damaged condition 
did not occur prior to its receipt by “B,” the title to the 
same passed from “B” to “C” immediately upon “B’s” 
delivery thereof in good order to the initial carrier, and 
“B’s” responsibility was thereupon at an end. That is, 
“B’s” performance of his part of the contract of sale was 
completed upon delivery of the apples in guod order, and 
in accordance with the terms of the contract, to the 
initial carrier, properly packed, marked and delivered to 
destination, and his right to recover the purchase price 
was established in accordance with said contract. The 
ownership being in “C,” “B” should not have repossessed 
himself of the shipment by reconsigning it to another 
destination and consignee. 

It is well settled in law that the fact that the goods 
are injured upon the journey, through causes for which 
the carrier is responsible, does not of itself justify the 
consignee in refusing to receive them, unless the entire 
value of the goods is destroyed. The consignee should 
accept them and hold the carrier responsible for the 
injury. Hutchinson on Carriers, 3d edition, Volume 3, 
section 1365, and numerous authorities cited. It has also 
been specifically held that where one of a number of 
boxes shipped was missing, that the consignee was not 
justified in refusing to receive the balance, but was bound 
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to accept them and to hold the carrier for the missing 
portion. Gulf, etc., Ry. Co. vs. Booton, 155 S. W. Rep., 
502; Gulf, etc., Ry. Co. vs. Jackson, 155 S. W. Rep, 128. 

However, the fact that the consignee refused to ac- 
cept the car will not release the carrier from the legal 
duty to recompense the owner of the damaged shipment, 
resulting from the carrier’s fault or negligence through 
causes prior to such refusal. In the case of Brand vs. 
Weir, 57 N. Y. Supp., 731, the court held that the fact that 
the refusal of the consignee to receive the goods was 
wrongful will be immaterial, and a verdict was returned 
against the carrier, which was the same amount as the 
sum the consignee would have recovered if he had ac- 
cepted the goods and sold them for their reasonable value. 


* * * 


Time Within Which to File Claims for Shipments Lost 
in Part. 


Indianapolis.—Question: “Referring to ruling provid- 
ing that in case of shortage claims must be filed within 
four months after a reasonable time for delivery, we 
would like to know, in the event that part of a shipment 
checks short, whether or not carriers must entertain 
claims and adjust same on their merits that have been 
filed within four months after a reasonable time for de- 
livery of the shortage, and in such cases that it cannot 
be held that claims must be filed within four months 
after delivery of that part of the shipment which did not 
go astray.” 


Answer: A shipment covered by one bill of lading 
is entire, and not severable or divisible. If part of such 
a shipment is delivered, and part not, to come within the 
requirements of section 3, paragraph 3, of the uniform 
bill of lading, it will be necessary for the claim of short- 
age to be filed in writing with the proper carrier within 
four months after delivery of that part of the shipment 
which did not go astray. 





Docket of The Commission 


Note.—iItems in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Dally and since the 
last Issue of the Traffic World.. Cancellations and postpone- 
ments announced too late to make the change in this Docket 
will be noted elsewhere. 


May we Ill.—Examiner Bell: 
1. & S. 573—Cement plaster rates from Oklahoma points to 
Nebraska points. 
1, & S. 578—Ore and smelter products rates from Salt Lake 
City, Utah, and other points, to Utah, Nebraska and Cali- 
fornia points to eastern destinations. 


May 10—Omaha, Neb.—Examiner Dow 

7352—Traffic Bureau of Commerce Club of St. Joseph vs. C. & 
N. W. Ry. Co. et al. 

%447—Traffic Bureau of Commerce Club of Atchison vs. C. & 
N. W. Ry. Co. et al. 

7501—Department of Traffic Commercial Club of Kansas City 
vs. C. B. & Q. R. Co. et al. 

a ee waa - Sioux City Commercial Club vs. C. & 
N. Ry. Co. et al. 

v46t—Councit Bluffs Commercial Club vs. C. & N. W. Ry. 
et al. 


May 10—Washington, D. C.—Examiner Pugh: 
7176—Tennessee Copper Co. vs. Sou. Ry. et al. 
7177—Tennessee Copper Co. vs’ L. & N. R. 2 et al. 
7178—Tennessee Copper Co. vs. L, & N. R. R. et al. 
7179—Tennessee Copper Co. vs. & N. R. R. et al. 
7186—Tennessee Copper Co. vs. E. & N. R. R. et al. 
7253—Tennessee Copper Co. vs. L. & N. R. R. et al. 

May 10—Houston, atic Horton: 

6 Peden Iron and Steel Co. vs. Sou. Pac. et al. 


10—Houston, Tex.—Examiner Horton: 
7 Union Lumber Co. vs. G. C. & S. F. Ry. Co. et al. 


ee! 10—Buffalo, N. Y.—Examiner Gutheim: 
* a Union Furnace Co. et al. vs. Buffalo & Susq. 
R. R. Co. 
* 1023—Buffalo Union Furnace Co. vs. L. S. & x. 
—a Syrup Co. vs. M. L. & ao oe 
et al, 


ES. 8. Co. 


7640—West Lumber Co. vs. St. L. & S. F. R. R. Co. et al. 
ee & Fisher Lumber Co. vs. T. & N. O. R, R. Co. 


al. 
Bia: 5 & Fisher Lumber Co. vs. G. C. & S. F. Ry. Co. 
et a 


11—Buffalo, N. Y.—Examiner Fleming 
Me 23—Hugh McLean Lumber Co. vs. Hocking V. Ry. see et al. 
7484—-Fairmont Creamery Co. vs. N. ¥. C. & St. L. R. Co. 
~~ Stewart Motor Car Co. et al. vs. Mich, Cent. 


7194-“Lippard-Stewart Motor Car Co. et al. vs. Mich. Cent. 
e ls 


May 11—Chicago, Ill.—Examiner Bell: 
l. & S. 584—Salt to Oklahoma points. 
|. & S, 601—Drain tile from Illinois points. 


May 12—Oral argument at Washington, D. C.: 
ee Chamber of Commerce vs. P. & R. Ry. Co. 
eta 
ree Chamber of Commerce vs. Mich. Cent, R. R. 
et al. 
Gikndebasien Coal and Coke Co. vs, Mich. Cent. R. R. Co. 
7348—Morris & Co. et al. vs. Union Pacific R. R. Co. et al. 
7433—Kosmos Portland Cement Co. vs. Ill. Cent. R. R. Co. 
et al. That section of Fourth Section Application No. 2060, 
filed by J. F. Tucker, agent, which seeks authority to con- 
tinue rates on cement from Sellersburg, Ind., to Brookport, 
Tll., and other points in Indiana and Illinois, which are 
lower than the rates concurrently applicable on like traffic 
from Kosmosdale, Ky., and other interstate points. 
May 12—Chicago, Ill.—Examiner Bell: 
- & S. 605—Lumber to Chicago Heights, Ill. 
. & S. 612—Soap to Texas points. 
en 12—Omaha, Neb.—Examiner Dow: 
3056—Commercial Club of Omaha vs. Anderson & Saline River 
Ry. Co. et al. 
May 13—Oral argument at Washington, D. C.: 
a Chamber of Commerce vs. C. C. C. & St. L. 


et al. 
7478-Ingianadis Chamber of Commerce vs. C. Cc. & St. L. 
Ry. Co. et al. 
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7480—Indianapolis Chamber of Commerce vs. C. C. C. & St. L. 
Ry. Co. et al. 
7527—Detroit Coal Exchange et al. vs. Mich. Cent. R. R. Co. 
7527, Sub. No. 1—Detroit Coal Exchange et al. vs. Grand 
Trunk Western Ry. Co. et al. 
May 13—Washington, D. C.—Examiner Pugh: 
7654—Golden & Co. vs. Adams Express Co. et al. 
7777—Chamber of Commerce of Washington, D. C., et al. vs. 
P. R. R. Co. et al. 
May 14—Chicago, Ill.—Examiner Bell: : 
|: & S. 432—Proportional class and commodity rates to and 
from Mississippi River crossings. 
May 14—Argument at Washington, D. C.: 
i. @& S. 572—Lighterage and storage regulations at New 
York, N. Y. 
May 15—Washington, D. C.—Examiner Pugh: 
5860—Petition of the Morgantown & Kingwood R. R. Co. 


May 15—Argument at Washington, D. C.: 

7200—Traffic Bureau of Sioux Falls Commercial Club vs. Great 
Northern Ry. et al. 

7388—Traffic Bureau of Sioux Falls Commercial Club vs. Great 
Northern Ry. et al. 

7110—Sioux City Live Stock Exchange vs. C. St. P. M. & O. 
Ry. et al. : 

7474—Grand Island Commercial Club et al. vs. N. Y. C. & 
H;: R. BR. R. Co, et al, 

7488—Grand Island Commercial Club et al. vs. M. K. & T. 
Ry. et al. 

7541—Chattanooga Sewer Pipe and Fire Brick Co. vs. Sou. 
Ry. et al. 


May 17—Norfolk, Va.—Examiner Mackley: 
7573—F. S. Royster Guano Co. vs. A. C. L. et al. 
May 17—Kansas City, Mo.—Examiner Bell: 
* |, & S. 518—Withdrawal of regulations covering concentration 
of dairy products. 
May 17—Cleveland, O.—Examiner Marshall: ; 
7835—National Petroleum Assn. et al. vs. A. T. & S. F. et al. 


May 17—Louisville, Ky.—Examiner La Roe: 
1. & S. 588—Southern commutation fares. 
ene Distilleries & Warehouse Co. vs. L. & N. 
et al. 
May 18—Louisville, Ky.—Examiner La Roe: 
eee Business Men’s Assn. vs. L. & N. R. R. Co. 
et al. 


May 18—Toledo, O.—Examiner Marshall: 
7761—Traffic Bureau Toledo Commerce Club et al. vs. C. H. 
& D. Ry. Co. et al. 


May 19—Chicago, Ill.—Examiner Bell: 
* 1. & S. 549—Stopping of cars in transit to complete loading 
or to partially unload. 


May 19—Argument at Washington, D. C.: 
6241—Iowa State Board of Railroad Commissioners vs. Ariz. 
East R. R. Co, et al. 


May 19—Americus, Ga.—Examiner Mackley: 
|. & S. 589—Lumber rates to Amercus, Ga. 


May 19—Argument at Washington, D. C.: 
6337—Coffeyville Mercantile Co. et al. vs. M. K. & T. et al. 


May 20—Detroit, Mich.—Examiner Marshall: 
|, & §. 590—Class rates from Michigan. 
|. & S. 144—Suspension of new rules and regualtions govern- 
ing diversion, reconsignment and other privileges on coal, 
coke, iron ore and other commodities handled by carriers 
at Detroit, Mich. 
7760—Detroit Coal Co. vs. Michigan Central. 


May 20—Jacksonville, Fla.—Examiner Mackley: 
l. & S, 594—Fertilizer rates between South Atlantic ports. 


May 20—Argument at Washington, D. C.: 
7122—Casey-Hedges Co. et al. vs. C. N. O. & T. P. Ry. Co. 
May 21—Washington, D. C.—Examiner Pugh: 
|. & S. 620—Classification of cotton warps and beams. 
May 21—Washington, D. C.: 
In the matter of the separation of operating expenses. 
May 21—Somerset, Ky.—Examiner La Roe: 
* ae Transportation Co. vs. C. N. O. & T. P. 
et al. 


May 21—Washington, D. C.—Commissioner Clark: 

* 6592—Import and export rates. Hearing confined to the ques- 
tion of import growers’ rice from North Atlantic ports and 
the relationship between rates on this commodity from 
North Atlantic ports and from New Orleans, La., and other 
ports. . . 

May 22—Argument at Washington, D. C.: 

6421—Private wire contracts. 
May 22—Tampa, Fla.—Examiner Mackley: 
|. & S. 586—Rail and water rates to Tampa. 


May 24—New Orleans, La.—Examiner Mackley: 
6901—Andreas Gunderson vs. Gulf & Ship Island R. R. Cu. 


May 24—Paducah, Ky.—Examiner La Roe: 
7736—Paducah Board of Trade vs. Ill. Cent. R. R. Co. et al. 
7737—Paducah Board of Trade vs. C. B. & Q. R. R. Co. et al. 
7738—Paducah Board of Trade vs. A. & S. R. R. et al. 


May 24—Argument at Washington, D. C.: 

* 6825—National Society of Record Assn. et al. vs. Aberdeen, 
Rockfish R. R. Co. et al. 

May 25—Detroit, Mich.—Examiner Marshall: 

7818—Port Huron & Duluth S. S. Co. vs. P. R. R. Co. et al. 


May 26—Lafayette, La.—Examiner Mackley: 
7135—Lafayette Chamber of Commerce vs. Ala. & Vicks. et al. 
7136—Lafayette Chamber of Commerce vs. Ala. & Vicks, et al. 
7572—Lafayette Chamber of Commerce vs. La. West et al. 
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7584—-Lafayette Chamber of Commerce vs. M. La. & Tex. 
R. R. & S. S. et al. 

. 7619—Lafayette Chamber of Commerce vs. M. La. & Tex. 
R. R. & S. S. Co. 


May 26—Detroit, Mich.—Examiner Marshall: 

7662—Grand Rapids Assn. of Commerce et al. vs. Ann Arbor 
R. R. Co. et al. 

a Chamber of Commerce vs. P. & L. E. R. R. 

o. et al. 

ea Creek Chamber cf Commerce et al. vs. Pa. Co. 
et al. 

7669—Carter Carr Co. et al. vs. Grand Ry. Co. of Can. et al. 


May 27—St. Louis, Mo.—Examiner La Roe: 
7649—Coal Operators’ Traffic Bureau of St. Louis vs. B. & O. 
S. W. R. R. Co. 


May 29—Alexandria, La.—Examiner Mackley: 
7680—Brown-Roberts Hardware & Supply Co. vs. 
Vicks. et al. . 


May 29—Memphis, Tenn.—Examiner La Roe: 
\. & S. 599—Rates on barrels to gulf ports. 
May 31—Shreveport, La.—Examiner Mackley: 
ae Chamber of Commerce vs. Ala. & Vicks. 
et al. 


June 1—Lansing, Mich.—Examiner Marshall: 
|. & S. 618—Lumber from Michigan points. 
June 1—Shreveport, La.—Examiner Mackley: 
\. & S. 619—Lumber rates to eastern cities. 
June 1—Newport, Ark.—Examiner La Roe: 
eS and White River Transportation Co. vs. Mo. Pac. 
y. et al. 


June 3—Dallas, Tex.—Examiner Mackley: 
be fam Chamber of Commerce et al. vs. A. T. & S. F. 
et al. 


June 3—Pine Bluff, Ark.—Examiner La Roe: 
7412—Pine Bluff Traffic Bureau vs. L. & N. R. R. Co. et al. 
7784—Dan Stewart vs. Y. & M. V. R. R. Co. et al. 


June 4—Dallas, Tex.—Examiner Mackley: 
1. & S. 616—Rates on harness to Oklahoma. 


June 4—Battle Creek, Mich.—Examiner Marshall: 
7806—Marshall Chamber of Commerce et al. vs. Michigan 
Central et al 

June 5—Joplin, Mo.—Examiner La Roe: 
7610—Picher Lead Co. vs. St. Loius & San Francisco R. R. Co. 


June 7—Chicago, Ill.—Examiner Marshall: 
7648—Swift & Co. vs.. Union Pac.» R. R. Co. et al. 
7703—Swift & Co. vs. M. L. & T. R.. R. & S. S. Co et al. 
7807—Swift & Co. vs. Sou. Ry, Co. 
June 7—Fort Worth, Tex.—Examiner Mackley: 
7599—Fort Worth Freight Bureau vs. Aberdeen & Sou. et al. 
June 7—Kansas City, Mo.—Examiner La Roe: 
I, & S. 592—Rates on peaches from Missouri points. 
7611—Kuehne-Chastain Commission Co. et al. vs. Green Bay 
& Western R. R. Co. et al. 


June 8—Kansas City, Mo.—Examiner La Roe: 
\, & S. 611—Classification of rugs. 
June 8—Chicago, Ill.—Examiner Marshall: 
7714—-Frank Hagenburg vs. Belt Ry. Co. of Chicago et al. 


June 9—Loretta, Tex.—Examiner Mackley: 
1. & S. 602—Rates on lettuce from Texas points. 


June 9—Chicago, Ill—Examiner Marshall: 
7234—Grand Rapids Plaster Co. vs. Ann Arbor R. R. Co. et al. 
7404—American Cement Plaster Co. vs. L. S. & M. S. et al. 
7421—Bestwall Mfg. Co. vs. L. S. & M. S. Co. et al. 


June 11—El Paso, Tex.—Examiner Mackley: 
ee Raisers’ Stock Yards Assn. vs. El Paso & S. W. 
et al. 
7751—Southwestern Portland Cement Co. vs. Tex. & Pac. et al 
7327—U S. Gypsum Co. vs. L. S. & M. S. et al. 
7287—U. S. Gypsum Co. vs. B. R. & P. Ry. Co. et al. 
7436—Niagara Gypsum Co. vs. B. R. & P. Ry. Co et al. 


June 11—Denver, Colo.—Examiner La Roe: 
aaron Portland Cement Co. vs. A. T. & S. F. Ry. Co. 
et al. , 
7797—S. Ban Co. vs..Denver & Rio Grande R. R. Co. et al. 
= oe Coal Co. et al. vs. Colorado & Southern R. R. 
o. et al. 
June 12—Denver, Colo.—Examiner La Roe: . 
%568—Colorado Tent and Awning Co. vs. Denver & Rio Grande 
mB. BR. Co, et ail. 
ey School Supply Co. vs. Lehigh Valley R. R. 
o. et al. 
% — See School Supply Co. vs. A. T. & S. F. R. R. 
oO. et al. ; 


June 12—Chicago, Ill.—Examiner Marshall: 
6041—Crutchfield, Woolfolk & Clore et al. vs. Fla. E. C. Ry. 
et ai. , 


Ala. & 


June 14—Chicago, Ill—Examiner Marshall: . 8 
7a89-—James C. Famechon Co. et al. vs. Great .Northern. Ry. 
o. et al. 
7766—C. M. & St. P. Ry. Co. vs. Great Northern Ry. Co. 
June 14—Denver, Colo.—Examiner La Roe: M Srp fa 
7790—American National Live Stock Assn. et al..vs..Qregon 
Short Line R. R. Co. et al. ‘ 
-June 14—Phoenix, Ariz.—Examiner Mackley: 
|. & S. 614—Rates on petroleum to Arizona points. 
June 14—Washington, D. C.—Examiner Pugh: 
* 4800—Sloss-Sheffield Steel and Iron Co. et al. vs. Louisville & 
Nashville R. R. Co. et al. 
June 15—Chicago, Ill—Examiner Marshall: 
|, & S. 170—Excelsior from St. Paul, Minn., and other points 
to Chicago, Ill., and other points. 
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1, & S. 182—Flax tow, flax moss and flax fiber between St. 
Paul, Minn., Winona, Minn., and other points and Chicago, 
Ill., Peoria, Ill., Kansas City, Mo., and other points. 


June 15—Chicago, Ill—Examiner Marshall: 
re 2 ~~ Mareen, Brown Mfg. Co. vs. Illinois Central R. 
. Co. et al. 


June 15—Denver, Colo.—Examiner La Roe: 
ooo Canon Coal Co. et al. vs. Colorado Midland Ry. 
o. et al. 
= prortners Colorado Fuel Co. vs. C. W. & En, Ry. Co. 
et al. 
June 16—Chicago, Ill.—Examiner Marshall: 
1, & S. 615—Rates via rail and lake routes. 


June 16—Los Angeles, Cal.—Examiner Mackley: 
\, & S. 583—Rates on fertilizer to California points. 
June 17—Los Angeles, Cal.—Examiner Mackley: 
7597—Los Angeles Brewing Co. et al. vs. Sou. Pac. 
7778—Moreland Motor Truck Co. vs. San Pedro, Los Angeles 
& Salt Lake et al. . 
6086—Merchants’ Traffic Assn. et al. vs. A. T. & S. F. et al. 


June 19—Chicago, IlL—Examiner Marshall: 
* 7844—Chamber of Commerce of the City of Milwaukee vs. 
C. M. & St. P. Ry. Co. et al. 


June 21— Duluth, Minn.—Examiner Marshall: 
|. & S. 610—Lake lines deliveries at Duluth. 


June 21—San Francisco, Cal—Examiner Mackley: 
7583—Hulme & Hart vs. A. T. & S. F. 
6812—Pacific Motor Supply Co. vs. A. T. & S. F. et al. 
7758—Crown Willamette Paper Co. vs. Sou. Pac. et al. 
June 22—San Francisco, Cal.—Examiner Mackley: 
7869—Steamship Great Northern et al. 


June 23—Minneapolis, Minn.—Examiner Marshall: 

1. & S. 193—Advances on lumber, shingles and other articles 
from points located on the Washington Western Ry. to 
points in Minnesota, Illinois, Indiana and other points. 


June 23—Minneapolis, Minn.—Examiner Marshall: 
1, & S. 507—Colorado class rates. 
June 26—Omaha, Neb.—Examiner Marshall: 
7659—Commerce Club of Omaha vs. A. T. & S. F. Ry. Co. 
et al. 


June 28—Lincoln, Neb.—Examiner Marshall: 
7424—Abel & Roberts vs. Mo. Pac. Ry. Co. 
7589—Abel & Roberts vs. Mo. Pac. Ry. Co. 
7718—W. R. Brooks Coal Co. vs. Wabash R. R. Co. et al. . 
7741—W. R. Brooks Coal Co. vs. C. R. I. & P. Ry. Co. et al. 
July 1—Concordia, Kan.—Examiner Marshall: 
* ree Commercial Club et al. vs. A. T. & S. F. 
et al. 
* a emeedin Commercial Club et al. vs. Ala. & Vicks. 
Ry. et al. 


July 6—Chicago, Ill.—Commissioner Daniels: 
|. & S. 600—Western passenger fares. 


HEARINGS AT WASHINGTON—EXAMINER PUGH. 
1, & S. Docket No. 604 and First Supplemental Order—Official 
Classification Ratings. 


May 17, 18, 19 and 20—Presentation of evidence by re- 
spondents in support of the proposed increased ratings on 
the commodities named and in the order stated as follows: 

1. Beer in carloads and in less than carloads. Returned 

+ empty beer barrels, including minimum carload weights and 

estimated weight features. 

Beer cooperage. 
8 Old empty beer bottles and old empty mineral water bot- 

es. 

Non-alcoholic beverages. 

2. Plub tobacco. 

Leaf tobacco, including tobacco siftings, tobacco sweep- 
ings and tobacco cuttings or scrap. 

3. Grain and grain products, including estimated weights 
of barrels of flour. 

4. Rags and scrap or waste paper. 


June 1 to and including June 3—Evidence by protestants: Beer 
in carloads and in less than carloads. Returned empty beer 
barrels, including minimum carload weights and estimated 
weight features. Beer cooperage. Old empty beer bottles 
and old empty mineral water bottles. Non-alcoholic bev- 
erages. ; 

June 4—Evidence by protestants: Plub tobacco; leaf tobacco, 
including tobacco siftings, tobacco sweepings and tobacco 
cuttings or scrap. 

June 5—Evidence by protestants: Grain and grain products, 
including estimated weights of barrels of flour. 

June 7—Evidence by protestants: Rags and scrap or waste 
paper. 

June 8—Opportunity will be given respondents to submit re- 
buttal evidence. 


DIGEST OF NEW COMPLAINTS 


No, 7583, Sub. No. 15. San Francisco Chamber of Commerce vs. 
Southern Pacific et al. 
Asking for reparation of $2.50 per car on shipments of lum- 
ber, under decision of the U. S. Supreme Court. 
No. 7838. Omaha Alfalfa Milling Co. vs. Union Pacific R. R. 
Protests rate of 14c per 100 pounds on alfalfa meal from 
Kearney, Neb., to South Omaha, Neb., as unjust and un- 
reasonable. A rate of 10.5c per 100 pounds, together with 
reparation asked for. 
No. 7839. National Clay. Works vs. Minn. & St. L. R R. Co. 
Reparation in the sum of $358 asked for account of unjust 
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and unlawful collection of demurrage charges on shipment 
of coal via Minn. & St. L. R. R. Co. 

No. 7840. Wm. H. Sheets vs. L. & N. R. R. Co. 

Against a rate of 5.5c per 100 pounds on logs from New 
Orleans, La., to points in Mississippi as compared to a rate 
of 3c per 100 pounds on ties and telephone poles between the 
same points. Reparation requested. 

No. 7869.; Ordered on the Commission’s initiative and no formai 
complaint filed. 

In the matter of the Steamship Great. Northern under the 
Panama Canal Act, 

No. 7940. U. S. Cast Iron Pipe and Foundry Co., Burlington, 
N. ty and Anniston and Bessemer, Ala., vs. Sou. Ry. Co 
et al. 

Against a rate of 75c on shipments of cast iron pipe and 
fittings from Anniston and Bessemer, Ala., to El Segundo 
Cal., as unjust and unreasonable. Ask for a published rate 
of 65c and reparation. 

No. 7941. Hunter-Robinson-Wenz Milling Co.,- St. Louis, Mo. 
vs. St. L. I. M. & S. et al. 

Against a rate of 10c per 100 pounds on shipments of brar 
from Missouri points to Gulfport, Miss. Ask for a rate of 6c 
and reparation. 

No. 7943. Owen N. Bruner Co., Philadelphia, Pa., et al. vs. 
Southern Ry. Co. et al. 

Unjust and unreasonable charges on shipments of lumber 
from Dooling, Ga., to Atlantic City, N. J., due to alleged error 
in routing. Ask for cease and desist order and reparation. 

No. 7944 J. W. Teasdale & Co., East St. Louis, Ill., vs. Va. 
& S. W. et al. 

Unjust and unreasonable charges on dried apples from 
Rogersville, Tenn., to Chicago, Ill., by reason of alleged fail- 
‘ure of a loading carrier to protect the carload minimum. 
Ask for cease and desist order and reparation. 

No. a Advanced Bedding Co., La Crosse, Wis., vs. A. T. & 
a A 

Unjust and unreasonable and discriminatory charges on 
cotton linters from points in Arkansas, Texas and Oklahoma 
- La Crosse. Ask for just and reasonable rates and repara- 
tion. 

No. 7946. Seymour Woodenware Co., Seymour, Wis., vs. Green 
Bay & West R. R. Co. 

Unjust and unreasonable charges on carload shipments of 
logs from Toleens Spur, Mich., to Seymour. Just and reason- 
able rates asked for and reparation. 

No. 7947. Austin Q. Miller, trustee, Murfreesboro, Ark., vs. 
East Kentucky Ry. Co. et al. 

Unjust and unreasonable charges on shipment of mining 
machinery from Willard, Ky., to Murfreesboro, Ark., by reason 
of failure to furnish cars of capacity asked for. Reparation 
demanded. 7 

No. — City of Clarksdale, Miss. et al. vs. Illinois Central 
et al. 

Against a rate of $1.80 per ton on bituminous coal from 
coal fields in Kentucky and Illinois to Clarksdale as unjust 
and unreasonable. Ask for just and reasonable rates and 
reparation. 

‘No. 7949. Powell-Myers Lumber Co., South Bend., Ind., vs. L. 
& N. et al. 

Unjust and unreasonable rates and charges on carload ship- 
ments of lumber from points in Illinois to South Bend. Ask 
for just and reasonable rates and reparation. 

No. 7950. Powell-Myers Lumber Co., South Bend, Ind., vs. L. 
H. & St. L. et al. 

Unjust and unreasonable charges on carload shipment of 


cross-ties from Henderson, Ky., to Chicago, Ill. Asks for 
reparation. 
No. 7951. Advance Lumber Co., Birmingham, Ala., vs. S. A. 


L. et al. 

Against a rate of 9c on carload shipment of lumber from 
Wellington, Ala., to Chattanooga, Tenn., as unjust and un- 
reasonable. Ask for a published rate of 8c and reparation. 

No. 7952. Oden-Elliott Lumber Co., Birmingham, Ala., vs. 
A. B. & A. et al. 

Against a rate of 26c on shipments of lumber from Lorne, 
Ala., to Richmond, Ky., as unjust and unreasonable. Ask 
for reparation. 

No, 7953. Herdsocg Mfg. Co. et al., Ottumwa, Ia., vs. N. C. & 
Cc. St. L. et al. 

Against rates on cotton hosiery and cotton bagging from 
Lenoir City, Tenn., and Greensboro, N. C., to Ottumwa, as 
unjust and unreasonable. Ask for reparation. 

= — Peterson Mfg. Co.,. New London, Ia., vs. B.’ A. A. 
et al. 

Against a rate of 77c on less than carload shipment of cot- 
ton piece goods from New England points to New London, 
as unjust and unreasonable. Ask for just and reasonable 
rates and reparation. 

No. 7956. Vacherie Cypress Co., New Orleans, La., vs. Tex. & 
Pac. et al. ‘ 

Unjust and unreasonable charges on cypress, shipped from 
Vacherie, La., to Youngstown, O., due to alleged misrouting. 
Asks for a cease and desist order and reparation. 

*. 7956. ae. No. 1. Louisiana Red Cypress Co. vs. Tex. & 
ac. et al. 


Unjust and unreasonable charges on cypress from Plaque- 
mine to Washington Court House, Ohio, due to alleged mis- 
routing. Asks for a cease and desist order and reparation. 

~ ~ Fisher Mfg. Co., Fisherville, Mass., vs. N. Y. N. H. 

Unjust and unreasonable switching charges in connection 
with shipments of cloth at Saundersville station. Asks for 
reparation. 

No. 7958. Virginia-Carolina Chemical Co. vs. S. A. L. R. R. Co. 

Against a rate of $2 per ton on kainit from Florida points 
to points on S. A. L. as unjust and unreasonable. Asks for 


Chas. Platts, Bridgeport, Conn., vs. N. Y. N. H. & 


a rate of $1.61 and reparation. 
No. 7959. 

H. et al. 

Against charges for refrigeration on shipments of canned 
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and shucked oysters in Official Classification territory. Asks 
for cease and desist order and maxima rates. 

No. 7960. North Dakota Metal Culvert Co., Fargo, N. D., vs. 
Gt. Northern. 

Against a rate of 73c on shipments of plate iron culverts 
from Fargo to Arnegard, N. D., as unjust and unreasonable. 
Asks for the assessment of the fourth class rate and repara- 
tion. \ 

No. 7961. M. Longo Fruit Co., St. Louis, Mo., vs. A. C. L. et al. 

Excessive charges for icing in connection with shipments of 
fruit from Ozona, Fla., to Chattanooga, Tenn., due to alleged 
delays in shipments. Asks for reparation. 

No. 7962. Union Saw Mill Co., St. Louis, Mo., and Huttig, Ark., 
vs. St. L. I. M. & S. etal. 

Unjust and unreasonable charges on carload shipments of 
lumber, ete., from St. Louis and Memphis to Huttig, Ark. 
Asks for just and reasonable rates and reparation. 

No. 7963. United States of America vs. Alabama & Vicksburg. 

Against a rating of first class on stamped envelopes and 
newspaper wrappers from Dayton, O., to destinations in the 
middle western states, New England and middle Atlantic 
states, the southwestern and far western states as unjust and 
unreasonable. Asks for a rating not to exceed fifth class in 
Official Classification or third class. in Western or Southern 
classification. 

No. 7964. Johnson Service Co., Milwaukee, Wis., vs. Ann Arbor 
R. R. Co. et al. 

Unjust and unreasonable rates and charges on shipments of 
iron dampers, draft regulators, etc., from Milwaukee to points 
in Official, Western, Illinois and Canadian classifications. Asks 
for just and reasonable rates and reparation. 

No. 7965. Connor Lumber and Land Co., Laona and Marshfield, 
Wis., vs. Akron, Canton & Youngstown et al. 

Unjust and unreasonable rates on lumber and other forest 
products, Laona, Wis., to points in Indiana, Kentucky, sMich- 
igan, lower Pennsylvania, New York, Ohio, Pennsylvania and 
West Virginia. Ask for the establishment of just and reason- 
able and non-discriminatory through rates from Laona, Wis., 
to points in territory named. 

No. 7966. East St. Louis Cotton Co. vs, St. Louis & San Fran- 
cisco R. R. 

Against a rate of 261%4c on cottonseed, Hornersville, Mo., to 
East St. Louis, Ill., as unjust and unreasonable. Ask for rate 
not to exceed 15c and reparation. 

No. 7967. Webb Granite and Construction Co., Worcester, Mass., 
vs. Boston & Maine R. R. 

Unjust and unreasonable charges on shipments of grout, 
c. L., from Fitzwilliam and Webb, N. H., to Worcester, Mass., 
due to alleged errors in tariff. Ask for reparation. 

No. 7968. Coffeyville Vitrified Brick.and Tile Co. vs. St. Louis 
& San Francisco R. R. Co. et al. 

Against rates of llc on carload shipments of brick from 
Oklahoma points to Texas destinations as unjust and un- 
reasonable. Ask for the application of rates of 6c, 7¥%c and 
8c, since established, and reparation to those bases. 

No. 79741. eee (Ky.) Cotton Mills vs. Louisville & Nash- 
ville et al. ae 

Unjust and unreasonable rates on cotton piece goods from 
Henderson to points in trunk line territory and discriminatory 
in favor of Nashville, Tenn. Ask for cease and desist order 
and the fixing of just, reasonable and non-discriminatory 
rates. 


MINOR UNREPORTED OPINIONS 


(Copies of Unreported Opinions may be obtained from the 
Washington office of The Traffic Service Bureau at a nominal 
price.) 


No. 1889, Case No, 6970. Wier & Jordan vs. Southern Pa- 
cific et al. Rate charged for the transportation of creosote, in 
tank cars, from Galveston, Tex., to San Pedro, Cal., not found 
to have been unreasonable. Complaint dismissed. 

No. 1898, Case No. 6911. R. B. Rayner and H. G. Parker, 
trading as R. B. Rayner & Co., Vs. A. C. L. et al. Rate of 19c 
on lumber, C. L., from Wilmington, N. C., to Stewartstown. 
Pa: — found to have been unreasonable and complaint dis- 
missed. 

No, 1899, Case No. 6930. Weakley & Worman Co., vs. C. H. 
& C. Demurrage charges assessed at Dayton, O., on a car of 
canned fruits from San Francisco, Cal., not found to have been 
unlawful. Complaint dismissed. 

No. 1899, Case No, 6824, Radford-Portsmouth Veneer Co. 
vs. Norfolk & Western. et al. Fourth Section Application Nos. 
1562 and 6847, Radford-Portsmouth Veneer Co. vs. Norfolk & 
Western Ry. Co. et al. (1) Joint carload rates on thin lumber 
from East Radford, Va., to Williamsport, Pa., and on veneer- 
ing to Baltimore, Md., Neponsett, Leominster and Wooster, 
Mass., and Charlestown, N. H.,; found to be unreasonable to 
extent that they exceeded the aggregate of the intermediate 
rates. Reparation awarded. (2) Fourth Section Applications 
involved in rates from East Radford to above named destina- 
tions in excess of the aggregate of the intermediate rates de- 
nied. (3) Rates on veneering and lumber from East Radford, 
Va., to points in Illinois and Wisconsin not found to be unjustly 
unreasonable or discriminatory. Complaint denied. : 

No, 1900, Case 6926. Great Western Smelting and Refining 
Co. vs. A. T. & S. F. et al. Charges collected by defendants 
for transportation of a carload of brass ingots from San Fran- 
cisco, Cal., to St. Louis, not shown to have been unreasonable 
cr unjustly discriminatory. Complaint dismissed. 

No, 1901, Case No. 6929. John Jordan vs. La. Ry. & Nav. 
Co. et al. Rate of 39c on carload shipments of potatoes, 
Eaton Rouge, La., to Birmingham, Ala., found to have been 
———— to the extent that it exceeded 27c. Reparation 
awar , 

No. 1902, Case No. 6933. W. E. Birmingham et al. vs. 
C. I. & S. et al. Rate of 18c on farm wagons, carload. from 
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South Bend, Ind., to Cairo, Ill., destined to Trenton and Green- 
field, Tenn., found to have been unreasonable to the extent 
that it exceeded a rate of lic. Reparation awarded. . 

No. 1903, Case 'No. 6948. Walter A. Zelnicker Supply Co. vs. 
Cc. R. 1. & Pz Ry. et al. Rate charges for the transportation of 
a carload of steel car truss from Howe, Okla., to Plainview, 
Ark., found to have been unreasonable. Reparation awarded. 

No. 1904, Case No. 6958. John Chambers vs. C. Gt. West 
et al. Reparation awarded for unlawful charges collected on 
account of an error in the issuance of a ticket for trans- 
portation from Omaha, Neb., to Portland, Ore. 

No. 1905, Case No, 6975. Day Lumber Co. vs. Northern 
Pacific Ry. Co, et al. Charges collected by defendants for the 
transportation of a mixed carload of fir and cedar lumber and 
cedar shingles, Big Lake, Wash., to Wayne, Neb., found to 
have been unreasonable. Reparation awarded, 

No. 1906, Case No. 7038. A. S. Barbaro & Co. vs. Illinois 
Central et al. Rate charges for the transportation of rutabagas 
from Cumberland, Wis., to Memphis, Tenn., not found to hgve 
been unreasonable. Complaint dismissed. 

No. 1907,.Case No. 7225. D. B. Zimmerman vs. Great North- 
ern Ry. Co. et al. and No. 7226, Same vs. Chicago, Rock Island 
& Gulf Ry. Co. et al. (1) Reparation on basis of certain 
rates, dependent upon the number of cars shipped, on ship- 
ments of cattle from Hicks, Tex., to Gilman and Galbraith, 
Mont., denied. (2) Defendants’ tariffs, which name C. L. rates 
on cattle, dependent upon the number of cars shipped, held to 
be unlawful. 

No. 1909, Case No. 6771. U. S. Gypsum Co. vs. Colorado & 
Southern et al. Carload rates on wall plaster from Rapid 
City, S. D., to Wheatland, Wyo., found to have been unreason- 
able. Reparation awarded. 

No. 1910, Case No. 6805. Utah Junk Co. vs. Chicago, Peoria 
& St. Louis R. R. Co. et al. Charges on certain C. L. ship- 
ments of iron and steel articles from East St. Louis, Ill, to 
Midvale, Utah, assessed on the basis of the rate applicable to 
machinery, N. O. S. Complainant’s contention that shipments 
consisted of scrap iron, entitled to a lower rate, found to be 
not sustained by the evidence. Complaint dismissed. 

No. 1912, Case No. 6568. Topeka Packing Co. vs. A. T. & 
S. F. et al. Failure to provide in tariffs for concentration of 
poultry and eggs at South Topeka whén shipped from North 
Topeka and vice versa and subsequently corrected to provide 
for such concentration. Held: That charges paid by complain- . 
ants on certain inbound shipments of poultry and eggs from 
Kansas points to South Topeka and North Topeka based on 
the local rates on less than carload shipments were unjust, 
unreasonable and unduly prejudicial to complainant. Repara- 
tion awarded. 

No. 1914, Case No. 6726. C. W. Hull Co. vs. Missouri Pacific 
Ry. Co. et al. Carload rates on brick from Council Blu%s to 
Manawa Switch, Ia., as part of a through movement from Fre- 
donia and Gas, Kan., not found to have been unreasonable. 
Complaint dismissed. 


No. 1915, Case No. 6743. Swift & Co. vs. P. R. R. Co. et al. 
Defendants’ tariffs provided that import rates named would 
apply only on commodities forwarded from shipside from 
custom’s bonded warehouses. Shipments of imported kainit 
from Baltimore, Md., to Seafield, Ind., here involved, were 
charged domestic rates because the commodity had been stored 
in a bonded warehouse. Following National Dock and Storage 
Warehouse Co. vs. B. & A. R. R. Co., 33 I. C. C., 330» Held: 
That defendants’ tariff provisions are not shown to be unjustly 
discriminatory. Complaint dismissed. 

No. 1916, Case No. 6761. Cullman Commercial Club vs. L. 
& N. Rates on sugar from New Orleans, La., to Cullman, Ala., 
under the decision in rates on sugar, 31 I. C. C., 495, such rate 
may not lawfully exceed the rate concurrently maintained to 
Decatur, Ala. The record now under consideration affords no 
basis for a further finding with respect to such rates to Cull- 
man. Complaint dismissed. 


No. 1917, Case No. 6863. Patent Cereals Co. vs. L. V. R. R. 
and Case No. 6863, Sub. No. 1, Same vs. Same. Refusal of de- 
fendant to absorb switching charges on transit grain at Geneva, 
N. Y., not found to be at variance with the published tariffs. 
Complaint dismissed. 

No. 1918, Case No. 6864. Cypress Lumber Co. vs. Apalachi- 
cola Northern R. R. Co. et al. Charges on shipment of cypress 
lumber from Apalachicola, Fla., to Darlington, R. I., found to 
have been assessed on an excessive rate. Demurrage charges, 
at destination found to have been unlawfully collected. Repara- 
tion awarded. 

No. 1919, Case No. 6865. Fred S. Morse Lumber Co. vs. L. 
& N. R. R. Co. et al. Carload of yellow pine lumber, billed 
from Sanford, Ala., to Willimantic, Conn., via Blue Ridge 
Despatch, was diverted at Cincinnati, O., to Putnam, Conn., 
without change of route, and full tariff rates from point of 
origin to point of diversion and thence to destination were 
assessed pursuant to a tariff of the initial carrier. Held: That 
the rates were lawfully applicable, but unreasonable to the 
extent that they exceeded the joint through rate from Sanford 
to Putnam, plus $5 to cover the reconsignment charge. Repa- 
ration awarded. 

No. 1920, Case No. 6866. Columbia Ry. Gas and Electric Co. 
vs. Southern Ry. et al. Rate on gas oil from Jacksonville, 
Fla., to Columbia, S. C., not found to have been unreasonable 
or unjustly discriminatory. 

No. 1921, Case No. 6915. Wm. R. Larzelare Co. vs. A. T. 
& S. F.; Case No. 61915, Sub. No, 1, Platte Produce Co. vs. 
‘Same; Case No. 6915, Sub. No. 2, F. B. Nimms vs. Same; and 
Case No. 6915, Sub. No. 3, Zuckerman & Co. vs. Same. Failure 
of defendant to absorb storage charges on shipments of pota- 


_toes, onions and beans at Stockton, Cal., not found to have 


been unreasonable. Complaint dismissed. 

No. 1922, Case No. 6946 and Subs. Nos. 1 to 20, inclusive. 
Albert J. Lusby vs. Southern Pacific et al. Following con- 
clusions in dunnage allowances, 30 I. C. C., 538, complaints ask- 
ing for reparation on account of charges collected for the trans- 
portation of dunnage used in connection with shipments of auto- 
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mobiles from eastern points of origin to Los Angeles, San Fran- 
cisco and San Diego, Cal., dismissed. 

Case No. 1928, Case No. 6735. F. S. Harmon & Co. vs. Ore.- 
Wash, R. R. & Nav. Co. et al. Rate on chair stock in the 
white from Elizabethton, Tenn., to Tacoma, Wash., found not 
to be relatively unreasonable or unjustly discriminatory and 
complaint dismissed. ; 

No. 1924, Case No. 7154. E. I. Du Pont De Nemours Pow- 
der Co. vs. Colorado & Wyoming et al. Existing rates on ex- 
plosives, C. L., from Louviers and Augusta, Colo., to Sunrise, 
Wyo., not found unjust, unreasonable or unduly prejudicial. 

No. 1925, Case No. 6868. Parlin & Sg: Ca. :¥a. C.. TL 
& P. Ry., Fourth Section Application No. 1. (1) Rate of 20c 
per 100 pounds on potato diggers in carloads from Prairie City, 
la., to Minneapolis, Minn., found to have been unreasonable and 
unjustly discriminatory. Reparation awarded. (2) Defendant’s 
Fourth Section Application asking authority to continue rates 
for the transportation of agricultural implements in carloads 
from Oskaloosa, Ia., to Minneapolis, lower than the rates con- 
temporaneously in effect on like traffic from Prairie City and 
other intermediate points denied. 

No. 1926, Case No. 6907. Fred Goble, trustee, vs. D. & R. 
G. Rate charged by defendant for the transportation of 29 car- 
loads of zinc ore and concentrates from Silverton, Colo., to 
Minnequa, Colo., over interstate route found to have been un- 
reasonable. Reparation awarded. 

No. 1927, Case No. 7228. Henry C. Fulkerson vs. C. R. I. 
& P. et al., Fourth Section Application No, 3419. (1) Rates on 
sand .in carloads from Kansas City, Mo., over an interstate 
route to Perrin, Mo., and from Kansas City, Kan., to Perrin, 
found to have been unreasonable to the extent that it exceeded 
34%c per 100 pounds. Reparation awarded and a reasonable 
maximum rate prescribed for the future. (2) Application of 
Cc. R. lL. & P. Ry. Co. for relief from the long and Short haul 
provision of the Fourth Section of the Act, in so far as it seeks 
authority to charge rates on sand from Kansas City, Mo., over 
an interstate route to Keystone, Mo., and from Kansas City, 
Kan., to Keystone through Beverly, Mo., lower than the rates 
concurrently in effect to Perrin, -Mo., and other intermediate 
points, denied. 

No. 1928, Case No. 7340. Standard Milling Co. vs. Int. & 
Gt. Nor. Ry. Co. et al. Rate of 33c per 100 pounds charged for 
the transportation of 16 carloads of rough rice from Fenton, La., 
to Houston, Tex., found to have been unreasonable to the ex- 
tent that it exceeded 20c per 100 pounds. Reparation awarded. 

No. 1929, Case No. 6871. Virginia-Carolina Chemical Co. vs. 
Illinois Central et al. Import rate of 16c for the transportation 
of kainit, manure salts, muriate of potash and sulphate of 
potash, C. L., from New Orleans, La., to St. Bernard, Cincin- 
nati, O., found to have been unreasonable to the extent it 
exceeded 16c. Reparation awarded. 

No. 1930, Case No. 6927. Pittmans & Dean Co. vs. Grand 
Trunk Ry. Co. of Canada et al. Demurrage charges for the 
detention at Detroit, Mich., of certain cars loaded with coal 
found to have been assessed in accordance with the tariff 
provisions lawfully applicable thereto and complaint dismissed. 

No. 1931, Case No. 6949. Ingham Lumber Co. vs. C. R. I. 
& P. Ry. et al. Shipment on which reparation is asked was de- 
livered more than two years before the complaint was filed. 
Following Blinn Lumber Co. vs. S. P. Co., 18 I. C. C. No. 430, 
Held, That the claim is barred by the statute of limitations. 
Complaint dismissed. 

No. 1932, Case No. 6957. M. W. Sloan vs. Sou. Ry. Co. et al. 
Claim for reparation on 21 carloads of coal shipped from La 
Follette, Jellico and Newcomb, Tenn., to Anderson, S. C., denied. 

No. 1933, Case No. 6959. Tootle-Campbell Dry Goods Co. vs, 
Mo. Pac. Ry. Co. et al. In the Warnock Case, 21 I. C. C. 546, 
a schedule of class rates was prescribed to become effective 
Dec. 30, 1911, on a scale beginning with 55c per 100 pounds first 
class, to apply from the Mississippi River to Missouri River 
cities as parts of through rates on through shipments originat- 
ing east of the Indiana-Illinois state line, including points in 
southeastern and Carolina territories... Joint rates from south- 
eastern and Carolina territories on the basis prescribed were 
not published until July 15, 1912. Charges collected on ship- 
ments moving under joint first class rates durimg the period 
between Dec. 30, 1911, and July 15, 1912, from Southeastern and 
Carolina territory to St.. Joseph, Mo., found to have been un- 
reasonable to the extent that the portion of the joint through 
rate applied west of the Mississippi River exceeded 55c per 100 
pounds. 

No. 1934, Case No. 6978. American Linseed Co. vs. C. & 
N. W. Ry. Co.’et al. Rate of 57c per 100 pounds charged for the 
transportation of a carload of flax shipped from Chugwater, 
Wryo., to Sioux City, Ia., found to have been unlawful to the 
extent that it exceeded 43.1lc per 100 pounds. Reparation 
awarded, , 


No. 1935, Case No. 7014. Waterman Lumber and Supply Co. 
vs. St. L. & S. F. R. R. et al. Rates on coal from Huntington, 
Hoffman, Hartford and Midland, Ark., to Waterman, Tex., and 
from Huntington, Hofman and Hartford, Ark., to Grigsby, Tex., 
not found to have been unreasonable. Complaint dismissed. 


No. 1936, Case No. 7025, and Subs. Nos. 1 to 6, inclusive; 
also Case No. 6919, B. A. Marr Grocery Co. vs. Colorado & 
Southern Ry. Co. et al. Defendants’ basis of estimated weights 
for cases of two-dozen cans of tomatoes not found to be un- 
reasonable or unduly discriminatory. Complaints dismissed. 


No. 1937, Case No. 7053. M. G. Rankin & Co. vs. Minn. & 
St. L. R. R. Co. et al. Carload rates on middlings from Ar- 
lington, .Minn:, to Honey Creek, Wis., found to haye been un- 
reasonable. Reparation awarded. 


No. 1938, Case No. 7193. Holland Blow Stave Co. vs. Ill. 
Cent. R. R. Co. et al. Interstate rate lawfully applicable on 
barrel staves from Haleyville, Ala., to Decatur, Ala., not found 
unreasonable. Misquotation of the rate applicable with the 
insertion of the rate quoted in bill of lading held insufficient to 
base an award of reparation. Complaint dismissed. 

No. 1939, Case No. 6501. International Purchasing Co. vs. 
St. L. & S. F. et al. Rates on old rope from points in Okla- 
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homa to St. Louis found to be unreasonable. 
scribed for the future. \ 

No. 1940, Case 6556. Pugh Mfg. Co. vs; C. R. I. & P. et al 
Rates on potato sorters,, mixed C, L. of potato diggers from 
Topeka, Kan., to Idaho Falls, Ida., not found to have been 
unreasonable or unjustly discriminatory. Complaint dismissed, 

No. 1941, Case No. 6695. J. B. Collins vs. Tremont & Gulf 
et al. Reparation awarded for damages resulting from mis- 
routing of shipment of ‘hickory billets from Chatham, La., to 
Holmesburg Junction. 

No. 1942, Case No. 6701. T. J. Moss Tie Co. vs. Southern 
Ry. Co. Unreasonable rates on railroad ties from Evansville, 
Ind., to Chicago, Ill. Reparation awarded. 

No. 1943, Case No. 6703. McClintick Co. vs. Ann Arbor 
R. R. Co. et al. (1) Rate of 324%4c per 100 pounds charged for 
the transportation of a carload of potatoes from Beulah, Mich., 
to Huntingburg, Ind., in November, 1913, found to have been 
unreasonable to the extent that it exceeded a rate of 24% per 
100 pounds. (2) Rate of 25.7c per 100 pounds now in effect on 
potatoes from Beulah to Huntingburg found to be reasonable. 
(3) Reparation cannot be awarded on this record, but complain- 
ant will be allowed 60 days in which to prove damage. 

No. 1944, Case No. 6760. Charleston (S. C.) Mining and 
Manufacturing Co. vs. Southern Ry. Co. Unreasonable mini- 
mum weight on phosphate rock from Goodrich, S. C., to Win- 
ston-Salem, N. C., and Augusta, Ga. Reparation awarded. 

No. 1945, Case No. 6892. J. S. Cobb vs. Norfolk & Western 
Ry. Co. et al. Rate charges for the transportation of two car- 
loads of firewood from Quail Roost, N. C., to Richmond, Va., 
found to have been unreasonable. Reparation awarded. 

No. 1946, Case No. 6796. J. Rosebaum & Sons vs. C. B. & 
Q. Rates on culverts, assessed on a mixed C. L. shipment of 
boiler shells and wrought iron pipe from Chicago, Ill., to Albia, 
Ia. Held: That the pipe should have been charged for as pipe 
and the boiler shells as boiler parts. Complaint dismissed. 

No. 1947, Case No. 6906. . J. Darnell, Inc., vs. Yazoo & 
M. V. et al. Excessive and unreasonable rates on C. L. ship- 
ments of gum lumber from Leland, Miss., to New Orleans, La., 
for export. Reparation awarded. 

No. 1948, Case No. 6923. Virginia-Carolina Chemical Co. vs. 
L. & N. et al. Rate of 60c on’ imported nitrate of soda from 
Pensacola, Fla., to Shreveport, La., found to have been un- 
reasonable to the extent that it exceeded the aggregate of the 
intermediate rates to and from New Orleans. Reparation 
awarded. 

No. 1949, Case No. 6954. F. S. Royster Guano Co. vs. S. A. 
L. Ry. et al. Charges collected by defendants for the trans- 
portation of phosphate rock from Nichols, Fla., to complainant’s 
plant at Macon, Ga., found to have been unreasonable. Repara- 
tion awarded. 

No. 1950, Case No. 7072. Vaughn’s Seed Store vs. C. M. & 
St. P. Ry. Following Barnard Co. vs. C. M. & St. P. Ry., 26 
I. C. C. No. 91, reparation awarded on account of unreasonable 
charges collected by defendants for the transportation of seven 
carloads of baled moss from Mather, Wis., to Chicago, IIl. 

No. 1951, Case No. 7143. Tyler Produce Co. et al. vs. Int. & 
Gt. Nor. et al. Rate of 72c on C. L. shipments of bananas 
from New Orleans, La., to Tyler, Tex., unlawful to the extent 
that it exceeded a rate of 56c. Reparation awarded. 

No. 1952, Case No. 7372. National Wholesale Lumber Deal- 
ers’ Assn., for Frost & Davis Lumber Co., vs. Norfolk Southern 
et al. Unreasonable rate on one carload of lumber from Hurt- 
ford, N. C., to Goshen, N. Y. Reparation awarded. 

No. 1953, Case No. 7426. James Kennedy & Co., Ltd., vs. 
Kanawha & W. Va. et al. Carload rates on lumber from 
Blakeley, W. Va., to Locust Point, Md., unreasonable to the 
extent that it exceeded 21c. Reparation awarded. 

No. 1954, Case 5426. Daniels & Fisher Stores Co. et al. vs. 
Colo. & Sou. Ry. Co. et al., and Fourth Section Application No. 
990. (1) L. C. L. rates on cotton sheets and pillow cases and 
cotton or shoddy blankets from Atlantic Seaboard territory to 
Denver, found to be unduly prejudicial in comparison with the 
rates on the same traffic to Salt Lake City. (2) Fourth Section 
Application, seeking authority to continue lower rates on dry 
goods, including cotton or shoddy blankets, cotton sheets and 
pillow cases from Atlantic Seaboard territory to Utah common 
pointe than the rates contemporaneously maintained to Denver, 
enied. 4 

No. 1955, Case No. 61818. Greer-Beatty Clay Co. vs. Pa. 
Co. et al. Rate of $1.90 per net ton on hollow building blocks, 
Cc. L., from Magnolia, O., to Olean, N. Y., and St. Mary’s, Pa., 
not shown to have been unreasonable. Complaint dismissed. 

No. 1956, Case No. 7163. Thos. B. Hammer vs. A. C. L. 
R. R. Co. et al. (1) Havre de Grace, Md., found to be a water 
competitive point and the rate charged unduly prejudicial to 
the extent that it exceeded the water competitive rate from 
Burgaw, N. C., to Philadelphia, Pa., and Wilmington, Del. (2) 
Reparation awarded on two carloads of lumber shipped from 
Burgaw to Havre de Grace on basis of the aggregate of inter- 
mediate rates less than the joint rate charged. 

No. 1957, Case No. 6445. Julius Friedlander & Co. vs. Cen- 
tral of Georgia Ry. Co. et al. Class rate of 22c per 100 pounds, 
Columbia, Ga., to Cincinnati and Lockland, O., applicable on 
paper stock, found to have been unduly prejudicial to the ex- 
tent that it exceeded by more than 2c the rate contemporaneous- 
ly in effect on like traffic from Augusta, Ga., to the same des- 
tinations. Reparation denied because damage not proved. 

No. 1958, Case No. 6811. Jones & Hurst et al. vs. A. T. & 
S. F. et al; also Fourth Section Applications Nos. 964 and 1862. 
(1) Rates charged on C. L. and L. C. L. shipments of granite 
and marble, Chicago, Ill., to St. Louis, Mo., and points taking 
the same rates or arbitraries higher to various points in Kansas 
not shown to have been unreasonable nor unjustly discrimina- 
tory. Complaint dismissed. (2) Fourth Section applications 
asking for authority to continue rates for the transportation of 
Cc. L. and L. C. L. shipments of granite and marble from Chi- 
cago, Ill., and Mississippi River crossings proper, and when 
from beyond, to Denver and other. Colorado points, lower than 
the rates concurrently applicable on like traffic to Winfield, 
menpentt and Manhattan, Kan., and other intermediate points. 
enied. 
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This department is conducted by a traffic man of 
long experience and wide knowledge. In it he will an- 
swer questions relating to practical traffic problems. We 
do not desire to take the place of the traffic man, but to 
help him in his work. We reserve the right to refuse 
to answer any questions that we judge it unwise to 
answer or that involve situations that are too complex 
for the kind of investigation contemplated. Questions 
will be answered as promptly as possible. 

Address “Help for Traffic Man,” The Traffic Service 
Bureau, 418 S. Market St., Chicago, III. 





Trap Car Service. 


Q.—In Lowrey’s tariff 20-E is provided a rule cover- 
ing trap car services prescribing a minimum charge of 
$21 on L. C. L. shipments to the C. & E. I., where the 
actual weight is less than 5,000 pounds. Out of this 
switching from local industries on other lines will be 
absorbea. 

On a similar movement at the carload basis the 
same switching is taken care of where the minimum 
earnings are $15. Why should the minimum on the 
smaller shipment exceed that for a greater quantity? 

A.—Lowrey’s tariff 20-E, Rule 1-B, provides, under 
the rules and charges covering trap car service, a mini- 
mum weight for cars moving to and from the various 
lines. A provision is also-made that where the contents 
is less than 5,000 pounds an additional charge of $6 per 
car should be made over the ordinary minimum carload 
earning of $15, which in the case cited would make a 
charge of $21. 

The first impression might be that this would result 
in exacting a higher charge for a smaller shipment than 
for a larger shipment, but consideration should be given 
to the fact that the absorption of switching, which is 
usually $6 per car, must be absorbed from the rail earn- 
ings of the carriers making the final distribution of the 
freight. : 

It would appear from the rules established that the 
carriers, from investigation made by them, have con- 
cluded that the average earning on quantities of less 
than 5,000 pounds of less-than-carload shipments would 
be less than $15, and would therefore not justify them 
in absorbing the switching charge paid to the connecting 
carriers, namely, $6, whereas in the case of the minimum 
set opposite the various roads these roads are of the 
opinion that the minimum so set will yield on the rail 
earnings sufficient revenue to cover the absorption of 
the switching in question. 

While it may be true that certain classes of freight 
or combinations of classes even of less than 5,000 pounds 
total weight might yield a rail revenue of $15 or more, 
it is also true that other combinations or single ship- 
ments might yield less, and it is our opinion that the 
rule established is intended to be the average rule under 
which the carriers are willing to handle shipments of 
this character. 

Bills of Lading. 


Q.—wWhy is it that there is no rule in the Official 
Classification similar to Rule No. 38 of the Western 
Classification to govern the issuance of bills of lading 
on shipments consigned to a party at one point notify- 
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ing party residing elsewhere than at point to which 
shipment is made? 

A.—All lines in the Official Classification territory 
have not subscribed to such a rule, otherwise it might 
have been incorporated in the Official Classification. 

Many lines do prescribe a similar rule and publish 
it in a tariff. A general rule such as No. 88 of the 
Western Classification could not well be applied to 
traffic moving in the Official Classification territory with- 
out probable serious interference with certain business 
practices as well as inconvenience to the carriers. For 
instance, grain is carried out of Chicago consigned “to 
hold” at Buffalo, N. Y., consignee to be notified at New 
York, Philadelphia or elsewhere than where car has been 
consigned. Michigan fruits are consigned to points in 
the South, notify consignee at Minneapolis, Minn. 

The same traffic handled in the Official Classification 
territory requires different treatment as to the features 
involved in “order and notify shipments” than when 
handled in the Western Classification territory. It would 
not be advisable that all grain or grain products for 
export be rushed to the seaboard, as there would not be 
ships ready to transport it, even though the rail ter- 
minals could accommodate the cars. Convenience to 
business in the East demands the operation of many 
practices not necessary to traffic in the West. 

Neither does the Southern Classification carry a 
rule similar to Rule No. 38 of the Western Classifica- 
tion, and in this connection it may be well to quote 
from the opinion of the Commission in the case of 
Ludowici-Celadean Co. vs. Atlantic Coast Line Ry., 28 
I. C. C., 693, wherein it was held: 

“Defendant’s rule providing that agents shall de- 
cline to receive shipments of freight ‘to order’ with 
directions to notify parties elsewhere than at destina- 
tion points not found to be unreasonable or otherwise 
in violation of the act, but that the rule should be in 
tariff form.” 

Part Lot Shipments. 


Q.—I have an inquiry as follows: “The-writer is en- 
closing you the following letter from the accounting 
department of the Great Northern, which you will note 
refers to part lot shipments: ‘Replying to your inquiry, 
I beg to advise that it is assumed, in the case outlined, 
that separate bills of lading would be isued to cover 
the original shipment and the follow lot. The legal 
departments of the carriers have ruled, in connection 
with the federal revenue law, that they are separate 
shipments, and it therefore is necessary to assess the 
tariff minimum charge on both the original shipment 
and the follow lot.’ 


“It has always been our custom, in sending a con- 
signment of goods to one of our customers, that if- 
nearly all of the shipment was ready to deliver to the 
freight depot we would send it down when ready, and 
later in the day, if there were items in the order to 
pick up around town, we would send these additional 
items over and bill them as part lot, to be included 
in the same charges with the original shipment. We 
have always made the delivery of the part lot the same 
day as the balance of the shipment, and up until re- 
cently the railroad companies have always accepted 
these part lot shipments. 

“It seems from the inclosed letter that there has 
been some ruling by the Interstate Commerce Commis- 
sion which the Great Northern interprets as not allow- 
ing any part lot shipments, even though delivery is 
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made the same day. Neither of the other railroads here 
has taken any action in this respect. It makes it very 
inconvenient for us to have to hold the shipment in 
our warehouse until every article is ready to be sent 
Over covering that shipment.” 

Will you kindly advise if there has been any recent 
ruling of the Commission that would prohibit the prac- 
tice referred to in this letter? It has always been 
customary in W. T. L. territory to transport a single 
package or more that is a part of a former shipment 
delivered earlier to the carrier the same date, at the 
actual weight and rate, although the revenue accruing 
to the carrier is less than the minimum ‘charge, which 
is 25 cents in North Dakota and 100 pounds at third 
class on interstate business destined to points in Minne- 
sota or South Dakota. For your information will say 
that the dray tickets for the packages delivered subse- 
quently are always marked “part lot.” 

A.—Inquiry is a little indefinite. If the original 
shipping ticket or bill of lading covers the entire con- 
signment it must be treated as one shipment, whether 
delivered all at one time or not, provided the entire 
shipment is delivered in one day. However, if the con- 
signment is delivered piece meal and an individual ship- 
ping ticket furnished the carrier with the several “part 
lots,” it cannot be considered as a single shipment, 
either under the carriers’ rules or the revenue law. 
Each parce] of the consignment covered by a shipping 
ticket is a separate shipment under the federal law, and 
requires a stamp. Freight should all be assembled at 
the carrier’s freight house and one shipping ticket or 
bill of lading tendered therefor. Were the first lot or 
load to be accompanied by shipping ticket or bill of 
lading specifying all the articles, with notation as to 
articles to follow, it would overcome the difficulty. 





MARCH RAILROAD FIGURES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Commission May 5 made public its first summary 
of the results of operations in March. It shows that the 
volume of business was not as large as in the correspond- 
ing month of the preceding year. The summary covers 
the results on 135 railroads having a mileage of 189,500, 
substantially three-fifths of the total. 

The operating revenue for the country as a whole 
fell from $199,146,237 to $184,727,269. Expenses were also 
cut from $144,456,085 to $130,727,391. The net declined 
from $54,690,152 to $54,065,878, or from $291 to $285 per 
mile. 

In the eastern district the revenue fell from $74,039,- 
926 to $68,712,247. Expenses fell from $57,901,991 to 
$57,203,587, causing the net to rise from $16,137,935 to 
$17,509,660, or from $423 to $458 per mile. 

In the southern district the revenue fell from $40,- 
675,160 to $35,990,003. Expenses were cut from $287,784,- 
487 to $25,334,180. The net dropped from $11,890,672 to 
$10,655,823, or from $287 to $256 per mile. 

In the western district the revenue fell from $84,431,- 
151 to $80,091,019. Expenses were cut from $57,769,607 
to $54,189,624. The net fell from $26,661,544 to $25,901,- 
395, or from $247 to $236 per mile. 

For the nine months of the current fiscal year the 
net per mile for the country as a whole fell from $2,818 
to $2,695; in the eastern district, owing to heavy cuts 
in expenses, it rose from $4,285 to $4,380. In the south- 





ern district it fell from $2,372 to $1.971 and in the west- 
ern it tumbled from $2,469 to $2,372. 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 
in Classification. No. 53 





The Western Classification Committee, 
R. C. Fyfe, Chairman; H. C. Bush, W. E. -Prendergast. 
The Western Classification Committee will, on the dates 
and at the hours named, consider the following applications for 
changes in ratings, rules, etc., in Classification No. 53. Inter- 
ested persons desiring to appear and present arguments will 
be heard in the committee conference room, 1875 Transportation 
Building, Chicago, unless another locality is stated. 


THURSDAY, MAY 27. 

Docket No. 391—10:00 A. M. Submitted by shippers. 

Anchor Rods, iron or steel, in barrels, boxes, bundles or crates, 
L. C. L., fourth class. 

Brackets, Pole, wood, iron or steel, in bags, barrels, boxes or 
bundles, L. C. L., third class. 

=e Rings, iron or steel, in barrels or boxes, L. C. L., fourth 
class. 

Bolts, iron or steel, in bags, barrels or boxes, L. C. L. 

= Arms, iron or steel, loose or in bundles, L. C. L., third 
class. : 

Cable Hangers, iron or steel, in bags, barrels or boxes, L. C. L., 
third class. 

Cable Rings, iron or steel, in bags, barrels or boxes, L. C. L., 
third class. 

Cable Suspension Rings, iron or steel, in bags, barrels or boxes, 
L. C. L., third class. s 

Cable Pot Head Brackets, iron or steel, in barrels or boxes, 
L. C. L., third class. 

Clamps and Clips, iron or steel, 
L. C. L., fourth class. 


in bags, barrels or boxes, 


Cross Arms, wooden, loose or in boxes, bundles or crates, 
Ba Ree, ee 

“- Arms, iron or steel, loose or in bundles, L. C. L., fourth 
class. 


Cross Arm Braces, iron or steel, in barrels, boxes, bundles or 
crates, L. C. L., fourth class. : 

Ground Rods, iron or steel, in barrels, boxes, bundles or crates, 
L. C. L., fourth class. . 

Guy Hooks, iron or steel, in bags, barrels or boxes, L. C. L., 
fourth class. 

ae waren iron or steel, in bags, barrels, boxes or bundles, 

yp Ee Ba ; 
Hub Plates, iron or steel, loose or in bundles, L. C. L., fourth 


class. 

Messenger Clamps, iron or steel, in bags, barrels or boxes, 
L. C. L., fourth class. 

Nuts, iron or steel, in bags, barrels or boxes, L. C. L. 

Pole Bands, iron or steel, in bags, barrels, boxes or bundles, 
L. C. L., fourth class. 

Pole Anchors, iron or steel, in barrels, boxes, bundles or crates, 

L 


Pole Gains, iron or steel, in barrels, boxes or bundles, L. C. L., 
fourth class. 

Pole Platforms, or Seats: S. U., loose; S. U., in boves or crates; 
K. 'D., in boxes, bundles or crates, Rule 21-B. 

Pole ee Strips, iron or steel, in bundles, L. C. L., fourth 
class. 

Pole Steps, iron or steel, in bags, 
crates, L. C. L., fourth class. 
a wooden, in bags, barrels, boxes, bundles or crates, 

Pole Shims, iron or steel, in bundles, L. C. L., fourth class. 

Pins, wooden, in bags, barrels, boxes, bundles or crates, 
Ete oe 

Pins, iron or steel, in bags, barrels, boxes, bundles or crates, 
L. C. L., third class. 

Strain Plates, with spike or screws, iron or steel, in bags, bar- 
rels or boxes, L. C. L., fourth class. 

bacias rar or steel, in bags, barrels, boxes or strung on cord, 

Thimbles, iron or steel, in barrels or boxes, L. C. L., second 
class. 


barrels, boxes, bundles or 


“Turn Buckles, iron or steel, in bundles, L. C. L. 


Strand Wire, iron or steel, in coils or on reels, L. C. L. 

Wire, iron or steel, in coils or on reels, L. C. L. 

Insulators, glass or pottery, in barrels, boxes or crates, L. C. L. 

Cable, Telephone, lead covered, in boxes or on reels (subject to 
Rule 21-B). 

Cable Terminals, boxed, crated or stripped, L. C. L., second 


class. : 
Loading Coils, loose or on skids, L. C. L., second class. 
In mixed carloads, loose or in packages as provided for L. C. L. 
shipments, minimum weight 36,000 pounds, fifth class. 
(Cancels Items 15, 16 and 17, Page 167; Item 9, page 165; Items 
15 and 16, Page 165.) 


Docket No. 392—11:00 A. M. 
Descriptions by. Uniform and Ratings by 
Western Classification Committee. 
Doubletrees, Eveners, Neckyokes or Singletrees: . 

Iron or steel: Loose, L. C. L., second class; in bundles, L. C. 
L., third class; in boxes or crates, L. C. L., third class; 
loose or in packages, C. L., minimum weight 36,000 pounds, 
fifth class. 

Wooden, finished: Passenger Vehicle: In bundles or crates, 
L. Cc. L., first class; in packages named, C. L., minimum 
weight 10,000 pounds (subject to Rule 6-B), second class. 
Other than Passenger Vehicle: Loose or in packages, L. C. 


May 8, | 
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L., second class; loose or in packages, C. L., minimum 

weight 24,000 pounds (subject to Rule 6-B), fourth class. 

Wooden, in the white, ironed or not ironed: Loose, L. C. L., 
second class; in bundles, L. C. L., third class; in boxes or 
crates, L. C. L., third class; loose or in packages, C. L., 
minimum weight 30,000 pounds, class A. ‘ 

Wooden, in the rough: Loose, L. C. L., second class; in_bun- 
dles, L. C. L., fourth class; in boxes or crates, L. C. L., 
fourth class; loose or in packages, C. L., minimum weight 
36,000 pounds, class B. 

(Cancels Item 4, Page 102, and Items 14, 15 and 16, Page 327.) 


Docket No. 393—11:30 A. M. 
Descriptions by Uniform and Ratings by 


Western Classification Committee. 












Vehicle Parts: “ 
Bodies: Cutter or Sleigh in the white: Not nested, in boxes 
or crates, L. C. L., class D1; nested, in boxes or crates, 
L. C. L., one and one-half times first class; in packages 
named, C. L., minimum weight 10,000 pounds (subject to 
Rule 6-B), second class. 
(Cancels Item 10, Page 328.) ; 

Boots, Buggy: In boxes or crates, L. C. L., second class; in 
packages named, C. L., minimum weight 20,000 pounds (sub- 
ject to Rule 6-B), third class. 

(New item.) 

Shoveling Boards and End Gates combined: Loose or in pack- 
ages, L. Cc. L., second class; loose or in packages, C. L., 
minimum weight 20,000 pounds (subject to Rule 6-B), third 
class. 












(Cancels Item 8, Page 328.) 


Dashes, Carriage or Wagon: In boxes, L. C. L., first class; in 
boxes, C. L., minimum weight 30,000 pounds, third class. 


(Cancels Item 13, Page 327.) 


Axle Boxes or Skeins, iron or steel: Loose or in bundles, 
L. C. L., fourth class; in barrels, boxes or crates, L. C. L., 
fourth class; loose or in packages, straight or mixed C. L., 
minimum weight 36,000 pounds, fifth class. 

(Cancels Item 4, Page 329.) 


Valances, Carriage: In boxes or crates, second class. 
(New item.) 

Vehicle Axles, not otherwise indexed by name: Iron or steel: 
With roller bearings: Loose or in packages, L. C. L., first 
class; loose or in packages, C. L., minimum weight 30,000 
pounds, third class. Without roller bearings: Loose or in 
packages, L. C. L., third class; loose or in packages, C. L., 
minimum weight 36,000 pounds, fifth class. Wooden, fin- 
ished, with or without skeins: Loose or in packages, L. C. 
L., first class; loose or in packages, C. L., minimum weight 
30,000 pounds, class A. In the white, with or without skeins: 
Loose or in packages, L. C. L., third class; loose or in pack- 
ages, C. L., minimum weight 30,000 pounds, fifth class. In 





















the rough: Loose or in packages, L. C. L., fourth class; 
loose - in packages, C. L., minimum weight 36,000 pounds, 
class B. 







(Cancels Items 23 and 25, Page 326.) 





Docket No. 394—2:00 P. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 







Vehicle Parts: 
Carriage or Wagon Irons: 

Arm Rails, Bow Sockets, Canopy Standards, Shifting Rails 
or Top Joints: In barrels, boxes or crates, L. C. L., sec- 
ond class; in packages named, C. L., minimum weight 
30,000 pounds, class A. 

Axle Clips, Couplings or Staples: In bags, I. C. L., first 
class; in barrels or boxes, L. C. L., second class; in pack- 
ages named, L., minimum weight 30,000 pounds, 
class A. 

Brakes or Brake Parts: In bundles, L. C. L., second class; 
in barrels, boxes or crates, L. C. L., third class; in pack- 
ages named, C. I., minimum weight 30,000 pounds, 
class A. 

Carriage Steps, with rubber pads attached: In bundles, 
L. C. L., second class; in bags, L. C. L., second class; in 
barrels or boxes, L. C. L., third class; in packages named, 
Cc. L., minimum weight 30,000 pounds, class A. Without 
rubber pads: In bundles, Ll. C. L., second class; in bags, 
L. C. L., second class; in barrels or boxes, L. C. L., third 
class; in packages named, C. L., minimum weight 30,000 
pounds, class A 

Fifth Wheel or Gear Sets: In bundles, L. C. L., second 
class; in barrels, boxes or crates, L. C. L., third class; in 
packages named, C. L., minimum weight 30,000 pounds, 
class A. 

Pole Caps: In bundles, L. C. L., first class; in barrels or 
boxes, L. C. L., third class; in packages named, C. L., 
minimum weight 30,000 pounds, class A. 

Carriage or Wagon Irons, including Carriage or Wagon 
Castings, Forgings or Stampings, not otherwise indexed 
by name: Bronzed, coppered, galvanized, japanned, 
painted, plated or tinned: In barrels or boxes, L. C. L., 
third class; in packages named, C. L., minimum weight 
30,000 pounds, class A. Other than bronzed, coppered, gal- 
vanized, japanned, painted, plated or tinned: In bundles, 
L. C. L., third class; in bags, L. C. L., third class; in bar- 
rels, boxes or crates, L. C. L., fourth class; in packages 
named, C. L., minimum weight 30,000 pounds, class A. 

Mixed carloads of two or more kinds of Carriage or Wagon 
Irons as specified under Carriage or Wagon Irons, in 
packages provided for straight carload shipments, will be 
taken at the highest rating provided for carload quan- 
tities of any articla in the shipment, minimum weight 
30,000 pounds. 

(Cancels Items 9, 10, 12, 19 and 32, Page 327; Items 22, 25, 27, 

28, 29, 30, 31, 32, 33 and 34, Page 328; and Item 128, Sup- 

plement 1.) 
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Docket No. 395—3:00 P. M. 
Grading and Roadmaking Implements: 
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Submitted by Shippers. 
Smoothing, leveling and 
rolling machines, S. U., C. L., minimum weight 10,000 
pounds (subject to Rule 6-B), third class. 

(New Entry.) 


Docket No. 396—3:30 P. M. 
Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Vehicles, Hand: Wheelbarrows: S. U., loose, L. C. L., first class; 
K. D., wheels detached, legs detached or folded to frame 
or without legs, in bundles, L. C. L., second class; K. D., 
wheels detached, legs detached or folded to frame or with- 
out legs, trays detached and nested, in bundles, L. C. L., 
second class; K. D., in boxes or crates, L. C. L., third 
class; loose or in packages, C. L., minimum weight 20,000 
pounds (subject to Rule 6-B), fourth class. 
(Cancels Item 31, Page 334.) 
Uniform Supplement No. 4. 


FRIDAY, MAY 28. 
Docket No. 397—10:00 A. M. Submitted by Shippers. 
Wrapping, other than Glazed or Vegetable Parchment: Oiled, 
Rosin Glazed or Waxed, printed or not printed: In boxes, 
bundles, crates or rolls, L. Cc. L., third class; in packages 
named, C. L., minimum weight 30,000 pounds, fifth class. 
(Cancels Item 7, Page 265.) 


Docket No, 398—10:30 A. M. 
2 Descriptions by Uniform and Ratings by 
Western Classification Committee. 
Vegetables: Fresh or Green: Corn, in the husk: In baskets 
with solid or slatted wooden tops, L. C. L., first class; in 
bags, L. C. L., one and one-half times first class; in barrels, 
with cloth tops, L. C. L., one and one-half times first class; 
in barrels, boxes or crates, L. C. L., first class; in pack- 
= or in bulk, C. L., minimum weight 24,000 pounds, fifth 

class, 
(Cancels Item 2, Page 322.) 
Uniform Supplement No. 4. 


Docket No. 399—11:00 A. M. 
Tires, Rubber: Solid or Solid mounted on steel base: 
ages named or in bales, C. L., minimum weight 
pounds, third class. 
(Cancels Item 28, Page 315.) 
Tires, Rubber: Pneumatic, including inner tubes: Loose or in 
packages named, mixed with solid, with or without steel 
base, C. L., minimum weight 24,000 pounds (subject to Rule 
6-B), second class. 
(To be added to Item 1, Page 316.) 
Note 8: Cylindrical crates, constructed with wooden rims or 
hoops at each end need not be reinforced at ends with ad- 
ditional hoops if otherwise complying with Section 7, 


Rule 8. 
(To be added to Item 1, Page 316.) 

Note 4: Wheel Channels, Flanges, Rims, Rings, side or locking, 
or Tires, iron or steel, coppered, galvanized or plain, may be 
included in packages above named or with carload ship- 
ments, 


Submitted by Shippers. 
In pack- 
24,000 


(To be added to Item 1, Page 316.) 


Docket No. 400—11:30 A. M. Submitted by Shippers. 
Fly Swatters, packed flat, in barrels or boxes, second class. 
(New entry.) 


Docket No. 401—11:45 A. M. Submitted by Shippers. 

Compounds: Anti-Freezing: In barrels or boxes, L. C. L., fourth 
class; in barrels or boxes, C. L., minimum weight 40,000 
pounds, fifth class, 


(New entry.) 


Docket No. 402—2:00 P. M. Submitted b 
Shippers propose inclusion of Framed Mirrors with 
mixed carloads. 


Docket No. 403—2:30 P. M. 
Filters: Metallic, not otherwise indexed by name: 
boxes or crates, L. C. L., second class. 
(Cancels Item 19, Page. 175.) 


SUSPENDED TARIFFS 


May 6, in I. and S No. 632, the Commission suspended, 
from May 7 to Sept. 4, supplements Nos. 8 and 9, to B. & O. 
I. Cc. C. No. 13273, in which increases are named on phos- 
phate of lime from Chicago. 


Shippers. 
urniture in 


Submitted by Shippers. 
In barrels, 








An order has been issued authorizing the South 
Manchester Railroad Co. to establish and maintain a 
public file of tariffs at Hartford, Conn., instead of at 
Manchester or South Manchester, Conn., as provided in 
the Commission’s order of June 2, 1908. 

Under request of the complainant in Docket 7540, 
sub No. 4, Standard Mirror Co. vs. Sou. Ry. Co., the 
complaint has been amended. ; 

' The Commission has amended its order of June 2, 
1908, so as to provide that the Wood River Branch 
Railroad Co. is authorized to establish and maintain a 
public file of tariffs at Boston instead of Wood River 
Junction or Hope Valley, R. I. 








PERSONAL NOTES 


E. H. Spence, general agent of the Chicago, Mil- 
waukee & St. Paul Ry. Co., at Pittsburgh, was born in 
Brooklyn, N. Y., June 1, 1887. He entered the railroad 
business as stenographer to L. F. Vosburgh, G. E. P. A., 
New York Central Lines, New York City, Oct. 15, 1907; 
was appointed chief clerk to E. B. Johns, G. E. A., M. & 
St. L. Railroad, New York, N. Y., May 1, 1908; appointed 
contracting agent, M. & St. L. Railroad, under J. A. 
Martin, G. E. A., M. & St. L. R. R., April 1, 1909; Jan. 
1, 1910, the Clover Leaf, C. & A., lowa Central and the 
M. & St. L. consolidated their general eastern agency, 
and Mr. Spence was appointed contracting agent for the 











E. H. SPENCE. 


appointed contracting agent of the New 
York Central Lines under R. J. Menzies, G. E. F. A., 
Aug. 1, 1910. On the separation of the Iowa Central- 
M. & St. L. from the C. & A.-Clover Leaf, and the re- 
opening of a New York agency by the Iowa Central- 
M. & St. L., which lines were consolidated and after- 
wards known as the Minneapolis & St. Louis Railroad, 
Mr. Spence was appointed general eastern agent, Jan. 1, 
1912, where he remained until Dec. 1, 1912, at which 
time he was appointed commercial agent of the Chicago, 
Milwaukee & St. Paul Ry. at Cincinnati, O., until April 
15, 1915, when he was promoted to general agent of the 
Chicago, Milwaukee & St. Paul Ry., with headquarters 
at Pittsburgh. 

W. I. Jones is appointed general freight agent of the 
St. Louis, Iron Mountain & Southern Railway Co., with 
office at St. Louis, Mo., vice E. H. Calef, who died. 

W. A. Rambach is appointed assistant freight traffic 
manager of the Missouri Pacific Railway Co. and St. 


joint lines; 
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Louis, Iron Mountain & Southern Railway Co., 
office at St. Louis, Mo. 

John Redding, contracting agent of the Wabash 
Railroad, Toledo, O., is promoted to commercial agent, 
at Toledo, in full charge of all matters pertaining to 
solicitation in Toledo. Mr. Redding will report to W. A. 
Hopkins, division freight agent, at Toledo. 

L. S. Kirkby, contracting freight agent of the Wa- 
bash Railroad, Toledo, O., is promoted to traveling 
freight agent, at Toledo, succeeding F. R. Cornell, re. 
signed to accept service elsewhere. 

Wm. H. Bumpas is appointed assistant general agent 
of the Louisville & Nashville Railroad Co. at Nashville, 
Tenn. 

The Chicago office of the American Paper Products 
Co. has been moved to 130 North Fifth avenue. 

J. M. Johnson, vice-president in charge of traffic of 
the Missouri Pacific-Iron Mountain and Denver & Rio 
Grande, is to move his headquarters to Chicago, where 
he will be in closer touch with the traffic heads of other 
western systems and transcontinental lines. J. N. Githens, 
assistant to the vice-president in charge of traffic, is to 
be made assistant freight traffic manager in charge of 
solicitation, with headquarters in St. Louis. ©. C. P. 
Rausch, assistant general freight agent at St. Louis, will 
be promoted to general freight agent. D. R. Lincoln, 
assistant general freight agent, with headquarters in 
Kansas City, will be transferred to St. Louis, with the 
same title but with increased duties and responsibilities. 
W. H. Alexander, assistant general freight agent at St. 
Louis, will be transferred to Kansas City. 

J. E. Gorman, first vice-president. of the Chicago, 
Rock Island & Pacific, has been appointed chief traflic 
officer for the receivers, with office at Chicago. 

H. S. Buefcher has been appointed general: claim 
agent for the Texas & Pacific, with headquarters at 
Dallas, Tex., in place of W. L. Chew, resigned. 


with 





DOINGS OF THE TRAFFIC CLUBS 


The Milwaukee Traffic Club formally opened its new 
home in the Alhambra building the evening of April 30, 





with a “House Warming” entertainment and dancing 
party, which was attended by one hundred and fifty 
couples. The Rev. W. T. Dorward delivered the dedi 


cation address, and members of the organization con- 
tributed their services for a pleasing vaudeville bill. 
The Parian lamp contest was won by Traffic Manager 
Callen of Filer & Stowell. 


The Traffic Club of Philadelphia will hold its sixth 
annual outing and shad dinner Saturday, May 22, at the 
Old Mohican Club, Morris, N. J. 


The Traffic Club of Chicago will have its first an- 
nual outing for members and ladies at the Beverly 
Country Club, Tuesday, May 11. 


The Transportation Club of Detroit will have a social 
session Monday night, May 10; a noon-day luncheon at 
the Hotel Statler, Saturday, May 22; an all-day outing 
at Tashmoo Park in June; championship baseball game 
in July; trip to Put-in-Bay in August. 


The Traffic Club of Newark will have its amateur 
minstrel show May 21. There will be dancing at the 
end of the show. 
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REFRIGERATION CHARGES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 










Packers and brewers, speaking through Ross D. Ryn- 
der, H. K. Crafts and Luther M. Walter, May 5, assailed 
the proposal of the carriers to impose a charge of $17.50 
a car on pre-iced shipments delivered to them at Missouri 
River points and destined to the Pacific Coast, under in- 
structions not to re-ice. Equally strenuous objection was 
made by them to the proposal to make a charge of $25 
a car to North Pacific coast points, $20 a car to Spokane 
territory and $15 a car to Montana common points, to be 
re-iced in transit. 

Mr. Rynder said that no refrigeration charge should 
be made on shipments delivered to the carriers at Missouri 
River points with bunkers filled with ice, and with instruc- 
tions not to re-ice in transit, because the revenue derived 
from the freight rate is sufficient to pay the carrier in 
full for all services rendered on such shipments. He said 
it was not the contention of the protestants that it would 
be improper in all cases to impose a charge for hauling 
ice for pre-cooled shipments, tut that they do contend 
as to the traffic involved in this proceeding that the charge 
is improper. 

Another contention was that the proposed flat refrig- 
eration charges of $25, $20 and $15 should not be permitted 
to become effective as to shipments of fresh meat, pack- 
ing house and dairy products, because it is improper to 
make a flat charge when it is possible to put it on the 
per ton basis for the actual amount of ice and salt used. 
He further contended that the shippers should have the 
right to designate the points for re-icing, the quantities of 
ice and salt to be used, and the imposition of charges for 
the materials used and the service performed in getting 
them into the bunkers. He also said that no charge should 
be made for wear and tear on bunkers of cars furnished 
by the shippers; that wear and tear. is not a charge 
borne by the carriers but by the shippers. He further 
contended that the proposed charges of $25, $20 and $15 
are unreasonably high even under the exhibits filed by 
the railroads themselves, because they are in excess of 
the cost. 


The brief submitted by Mr. Rynder was signed in 
behalf of Swift & Co., Cudahy, Sulzberger & Sons and 
Armour & Co. 


Mr. Crafts spoke particularly for Armour & Co. He 
said that the re-icing system proposed by the railroads 
was the most uneconomical and wasteful system that 
could be devised. He said that the carriers which are 
now proposing these charges for shipments to Pacific 
Coast points carry traffic to Colorado common points on 
the system proposed by the packers and that, so far as 
the shippers know, it is satisfactory to the carriers. That 
system is that the shipper shall designate the points at 
which re-icing is done and pay for the ice and salt actually 
placed in the bunkers. 


H. A. Scandrett, for the carriers, said that, while the 
system proposed by the carriers may be wasteful in that 
unnecessary quantities of ice may be placed in the bunk- 
ers, it is the only plan whereby disputes are avoided. 

Luther M. Walter, for the brewers, said it was ridicu- 
lous for the railroads to fix a charge on icing shipments 
of beer which contain charges for wear and tear on 
bunkers. There are no bunkers in cars in which beer 


























































is shipped, and there is no need of supervision in re- 
In fact, he said, there 


icing a carload of beer in barrels. 


THE TRAFFIC WORLD 


is never any re-icing of beer except where there have been 
accidents delaying the shipments. 


1039 


RATES ON STRAW 


THE TRAFFIC SERVICE NEWS BUREAO, 
Colorado Building, Washington, D. C. 


Arguments were made in I. & S. 575, on May 5, by 
E. L. Ballard, for the railroads,:and Isaac Born, in be- 
half of the boxboard and paper companies, who protested 
against the imposition of the sixth-class rate on straw 
in lieu of the per car commodity rates that have pre- 
vailed since the establishment of the strawboard in- 
dustry. 

Mr. Ballard said that this change is a part of the 
general scheme of the Central Freight Association car- 
riers to substitute remunerative for unremunerative rates. 
He said that the move is made on the suggestion. of the 
Commission in its first report on the Five Per Cent 
case. He said that the sixth-class rate will give an 
average of $15 per car for the average haul of 72 miles. 
That earning, figured to the car-mile basis, is 22 cents, 
which, he submitted, is not unreasonable in comparison 
with the car-mile earnings on hemlock, hides and leather. 
He did not call attention to that part of the report 
which shows that the carriers themselves regard 15 
cents as a good car-mile earning. 

Mr. Born called attention to the fact that the $7 
per car minimum rate was adyanced under the Five Per 
Cent case to $7.40. “The present rates, therefore, now 
represent an advance of 23 1-3 per cent made by the 
carriers in the last twelve years,” said he. 

“The average haul on intrastate business is about 
75 miles, and for that distance the advance is 76 per 





cent. The average haul on the interstate business is 
about 100 miles, and the advance on that is 79 per 
cent.” 


Aftér discussing the different methods of testing to 
see whether a rate is reasonable, Mr. Born said that if 
the yardstick is to be “what the traffic will bear” it is 
not difficult to see that the proposed rates are pro- 
hibitive. He said that of the total board manufactured 
twenty years ago, 80 per cent was made of straw, while 
now less than 6 per cent has straw as the basic ma- 
terial. He said that the decline in the use of straw is 
the most potent reason why consideration should be 
given to the rating by the carriers themselves, if they 
hope to retain straw in their list of earners. He said 
that the carriers in Central Freight ‘Association at pres- 
ent receive annually about one million dollars from 
straw and that the freight on the manufactured prod- 
ucts exceed $6,000,000. 

Mr. Born pointed out that the proposed rates on 
straw, if allowed to become effective, will be higher 
than the rate on the finished product, which carries 
83 1-3 per cent of sixth class. “Whether the present 
rates are reasonable or unreasonable has nothing to do 
with the question as to whether the proposed rates will 
be reasonable. It is somewhat of a burden to show 
that an increase of 76 per cent as to intrastate rates 
and 79 per cent as to interstate rates will not produce 
unreasonable charges. I do not believe the carriers 
have sustained that burden. They assert that the per- 
car basis of ‘making rates is not a proper one, but that 
can hardly be urged as a reason for making advances 
of the size here proposed. The carriers in this pro- 
ceeding have cited no interstate rates which would in 
any manner throw any light upon the situation. There 
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is, in fact, no evidence in this case which would tend ment of shipper and handle big matters, as well as look. 
to prove the straw rates are unremunerative.” ing after the details. Am now in charge of rate depart. 
The protestants for whom Mr. Born was speaking ment in general office of trunk line railroad. Can furnish 
are LaFayette Box Board & Paper Co., Alton Box Board best of references. P. K. C.-40, The Traffic World, Chi- 
& Paper Co., Hagar Straw Board & Paper Co., Indiana _ cago, II. ; 
Board & Filler Co., Vincennes Board & Paper Co., Fort 
Wayne Corrugated Paper Co., Terre Haute Paper Co., WANTED—TRAFFIC MAN, now employed, wants to 
U. S. Board & Paper Co., Thompson & Norris Co. of connect with industrial or commercial organization. 
Indiana, Hinde & Dauch Paper Co., Massillion Paper Co. Twelve years’ actual experience, and capable in every 
and Coshocton Paper Co. way of securing results. Will consider position as assist- 
as ant traffic manager if salary is suitable; best of refer. 
The report of the Pacific Car Demurrage Bureau for ences. Make me an offer quick. S. 124, The Traffic 
March, 1915, shows a total of 2,423, or a percentage of World, Chicago, Ill. 
01.81, cars held overtime, as against 2,794, or a per- 
centage of 01.93, in March, 1914. 5 WANTED—An opportunity to give efficient and faith- 
ful service in railroad department of manufacturing or 
mercantile company where ability, sobriety and integrity 
count. Can handle private car line. Fifteen years’ experi- 
ence, thirty-four years old, married; present employment 
of nine years’ standing; best of references. Address D. S. 


POSITIONS WANTED OR OPEN 73, The Traffic World, Chicago. 


By TRAFFIC MANAGER, age 34, now and for past 

WANTED POSITION—TRAFFIC MANAGER or AS.- five years traffic manager for five-million-dollar corpora- 
SISTANT TRAFFIC MANAGER, with manufacturing or tion. Broad knowledge of tariffs and rulings of the In- 
commercial concern, by man 33, married, energetic and terstate Commerce Commission; also thoroughly experi- 
progressive 14 years’ experience in handling rates, claims enced in handling export business. Present position se- 
and general traffic matters for both shippers and carriers. cure, but for personal reasons will consider change. 
Thoroughly competent to take charge of traffic depart- R. 57, care The Traffic World, Chicago. 
































Case No. 4743, the C. Pardee Works vs. C. R. R. of 
N. J. et al., hearing in which was assigned for May 1, at 
New York, before Examiner Pattison, was continued until 
May 7, Washington, D. C., before Examiner Pattison. 
























Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers , Etc. 


BANGOR, ME. ' EXPORT BUSINESS 
Most manufacturers are waking up to the fact that this 
EN LA HLI is an important subject and are reaching out for such 
H RY Me UG N & co. — A ——— eens Agent can be of material 
L STORAGE assistance to manufacturers. 
wee & . We quote rates of Freight and Marine Insurance to all 
Forwarding and Distributing places abroad and shall Giadly answer inquiries respecting 
Consular Regulations, Customs Duty, etc. 
Rall and Water Connection G@ W. SHELDON & CO. Chicago, New York, London, 





Liverpool, Paris, Havre, Boulogne-Sur-Mer. 





Chattanooga Warehouse & Cold Storage Co. 
CHATTANOOGA, TENN, 


GENERAL TRANSFER AND STORAGE BUSINESS. 
DISTRIBUTION OF POOL CARS A SPECIALTY. 
WH STORE, PACK AND SHIP HOUSEHOLD GOODS. 











Fort Worth Warehouse & Transfer Co., Inc. ST. JOSEPH TRANSFER CO. 


FORT WORTH, TEXAS. “ PONY EXPRESS " 
Capital Stock, $50,000.00. Fully Paid. rei 


ST. JOSEPH - , - MO. 
ABSOLUTELY FIREPROOF WAREHOUSD ERCHANDI GE WAREHOUS 
Merchandise Distribution a Specialty. Correspondence - wag ee i . 7 cesnumerenen 
Solicited. SUA é, 


PROMPT SERVICE GUARANTEED. 


Western Transfer and Storage Co. 


516 to 522 San Francisco St. 
EL PASO, TEXAS, 


FORWARDERS AND DISTRIBUTORS. 
DISTRIBUTION CARS A SPECIALTY. 
TWO WAREHOUSES ON TRACK. 


EDGAR’S SUGAR HOUSE, Inc. 


520-532 LAFAYETTE BLVD. 










Byvank Transfer & Storage Co. 


DETROIT, MICH. eae cntee se 
oe Sespreet waren o Seame of prenines _. ’ ’ 
roads. e only two fireproof warehouses on e river 
front. Lowest insurance rates in the city. Twelve auto RESHIPPING AND DISTRIBUTING 


trucks for delivery. Write for further particulars. A SPECIALTY. 













, No. 19 


as look. 
depart. 
furnish 
ld, Chi- 


A conte 
ants to 
ization, 
every 
assist- 

’ Tefer- 
Traffic 


PO mae 
| faith- 
ing or 
tegrity 
>xperi- 
yment 
iD. §. 


eet 
r past 
rpora- 
ne In- 
x peri- 
Mm se- 
ange, 








- Established 1890. 





THE TRAFFIC WORLD 
Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, etc. 


Security Warehouse Company 
MINNEAPOLIS, MINN. 
Northwestern Distributors for nearly all Nationally 
Advertised Commodities—Twenty Car Trackage 
Space. 
Motor Truck delivery in Minneapolis and St. Paul 


Judson Freight Forwarding Co., Inc. 


CHICAGO 433 Marquette Building 
ST. LOUIS 1501 Wright Building 
Carload distribution to all railroads at Chicago and St. 
Louis without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Coast points. 








Terminal Transfer & Storage Company, Inc. 


U. 8. Bonded Transfer Mobile, Alabama 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 





FORT WAYNE, INDIANA, 
WAREHOUSES 


Grand and Harrison Streets 
Francis and Hayden Streets 








D. A. MORR TRANSFER AND STORAGE CO. 


KANSAS CITY, MO. 
2114-2126 Central Street. 


TRANSFER, MERCHANDISE STORAGE, FORWARD- 
ING, DISTRIBUTION AND CITY DELIVERIES. 
Direct Connections With All Railroads. Fireproof Storage, 
Sprinkler System. 





BARNESON-HIBBERD WAREHOUSE CoO. 
SAN FRANCISCO, CAL. 


Main Office, 310 Sansome St. Telephone, Sutter 946. 

China Basin Warehouse and Wharves, foot of Fourth 
St.,-with spur track. General Storage. Grain and Beans 
cleaned, polished and graded. Forwarding Agents and Pub- 
lic Weighers. Spur Track connection with all Railroads 
entering San Francisco. China Basin Warehouses and 
Wharves the only public facility in San Francisco where* 


deep water, rail and public warehouse meet. No drayage. 





From long and practical experience 
we know your needs. Write for information. 


Witkin Trucking Company 


Main Office, 30 BURLING SLIP, 
NEW YORK, N. Y. 
“HE SERVES BEST WHO SERVES WELL”, 





‘ 


Minneapolis Transfer & Warehouse Co. 


MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 





CHICAGO 


Jos. Bhonkton hepa Ce: . 


~ 536 The “Rookery Buliding < 


Teaming ot Every Description—City pbnveey’ Service 
~ and Carload Distributors. 


; Merchandise” “Frée “and in” Bon 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


350-356 Seneca St. 
ing, handling, transferring and forwarding soods. 
phone No. 633. 


“Unsurpassed facilities’ for stor- 
Tele- 





Louisville Public Warehouse Co., Inc. 
LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 





THE SOUTH WEST WAREHOUSE COMPANY 


“The Largest Modern Warehouse West of Chicago” 
19th and Campbell Sts., Kansas City, Mo. 
Exclusively for Merchandise Storage, Forwarding and 
Distribution. Guaranteed Service. Lowest rates in 
United States. Bonded and free warehouses. Write us. 
We like to answer questions. Our booklet, of interest 
to any concern doing a warehousing or distributing busi- 

ness, free for the asking. 





Central Warehouse Co. 
-Storage—Forwarding 


Trackage Connection with all railroads entering the 
Twin Cities. 


Minnesota Transfer, Minn. 





Jones & Company, Inc. 


NORFOLK, VA. 


Storage, Forwarding and Distributing Agents. 
Rail and Water Facilities. 
All Steamers Can Dock at Our ‘Wharves. 
















The Benedict Warehouse & Transfer Company 


DENVER, COLO. 
501 SIXTEENTH STREET. | 


DISTRIBUTION OF POOL CARS AND GENERAL) 
WAREHOUSING. 





Omaha Fireproof Storage Co. 


, 806-18. SOUTH 16TH ST., OMAHA, NEB. 


EIGHT a ONE-HALF ACRES pie SPACE 
NSURANCE RATE 20 CEN ia 
TRACKAGE ‘SPACE, 10 CARS. GENERAL TEAMING 
AND AUTO SERVICE. m4 


ic? 
iy 


a. 
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Savannah Bonded Warehouse & Siete Co. 


AVANNAH, GEORGIA 
312- 314- a6 Williamson St. P. O. Box 985 


GENERAL STORAGE—RE-CONSIGNING—DISTRIB 
ING—FORWARDING—PROMPT AND EFFICIENT 
SERVI eae oho FACILITIES— i 
USTOM HOUSE BROKERS De. 
Track soanenbsale with all Railroads and Steamship Docks 
» 


STORAGE IN CANADA! oe 


Hamilton Fireproof Warehouse ede 


Pas 

> *Separate ; distributed. “tor: . 

Furniture. ,OUR OWN _CARTAG "Carlos . 
,Customs Brokers and Forwarders. : Wt 8s Ae s 
THOS. MYLES’ SONS, Ltd., Raatcren ONT. : 


rs 





As a Friend of THE TRAFFIC WORLD, please Mention the paper In writing to advertisers. 





Salat’, Liab 


VV) 


Three Times the Amount 
of the Damage is Recoverable 


a? 


if you have been injured through 
violation of the Clayton Anti- 
trust Act and suits of this kind 
are already being entered. 


Keeping posted will therefore be 
essential and Keeping posted will 
be easy if you read 


Federal Trade Reporter 


The April fifteenth number telling of the present 
Status of sixteen important anti-trust cases would 
be a good one with which to start your subscription. 


Federal Trade Reporter is published semi- 
monthly and costs but three dollars a year. 


SAMPLES FREE ON REQUEST 


The Federal Trade Service Corporation 
418 South Market Street 


Chicago 
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